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THE HEROIC JOKE 
THAT WAS BROOKLANDS 


By Dennis May 
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The MG Magnette Sports Sedan 


Sports car fun...all year ‘round! 


Highways or byways—no matter what the weather — getting there can be the most fun of all 


in one of these smart year 'round sports cars. Both feature the same fine engineering details 


and superb performance that have made the MG 
America's fastest selling sports car by almost three to one! 
Arrange fora test drive today— 

g y ss *. 


Represented in the United States by 


Fe = eral er ee AUTOMOTIVE CORPORATION ~- 27 West 57th Street, New York 19, New York 


A product of The British Motor Corporation, Ltd. * Sold and serviced by a nationwide network of distributors and dealers. 

















300 PARK AVENUE, NEW YORK, N.Y. 


BUFFALO, NEW YORK LINCOLN 7000 





“A MILESTONE IN AUTOMOTIVE DESIGN” 

The CITROEN DS 19 is the first and only mass-pro- 
duced, average-priced car with the luxury ride of 
AIR-OIL SUSPENSION. ‘For the insulation of the car’s 
occupants from the vicissitudes of the varied road 
surfaces of the world while retaining safe control, it 
is the best yet.’’ Only on the most expensive of other 
cars is there anything even remotely comparable to it! 


A MASTERPIECE IN MOTION! 

In every DS 19 you enjoy the air-borne sensation of 
flight with a road-hugging maneuverability so superb 
that the experts call it “the safest production car 
made.” 


FOR FREE COMPLETE ROAD TESTS, WRITE 


B | 675419 ~~ 


675419 


A MILLION MILES DOWN THE ROAD FROM FRANCE... 


- THE WORLD’S FIRST CAR WITH 


AIR-OIL 
SUSPENSION! 


A MILLION MILES AHEAD! 

Elegantly Parisienne, Economically European, Automat- 
ically American, every DS 19 has the ‘most advanced 
engineering features of any car in the world today”: 
EXCLUSIVE CITRO-MATIC AIR OIL SUSPENSION ... 
Central Hydraulic System with Automatic Clutch and 
Gear-Shift . . . Power Disc Brakes . . . the most exhaus- 
tively proven and widely acclaimed car in all of 
Citroen’s most distinguished automotive history. 


For Sports Car Performance, Limousine Luxury . . . see 
your Citroen Dealer today for the driving thrill of 
a lifetime! 


CITROEN CARS CORPORATION 


WRITE DISTRIBUTOR NEAREST YOU FOR NAME OF NEAREST DEALER! 


8423 WILSHIRE BLVD., BEVERLY HILLS, CALIFORNIA = 


~ 








AUTOLAND INC 
1081 MAIN STREET 


PAUL S. BAILEY INC. 
613 WEST MOREHEAD STREET 


2609 
CHARLOTTE, NORTH CAROLINA FORT LAUDERDALE, FLORIDA 


THE CITROEN DS 19 IS THE ONLY CAR, COMBINING AS STANDARD EQUIPMENT ALI 
THESE EXCLUSIVE FEATURES: FRONT-WHEEL DRIVE—MONOSHELL BODY ® NEW DS 19 
OHV ENGINE WITH DUAL THROAT CARBURETOR ® POWER DISC-BRAKES ® INDEPENDENT 
FRONT AND REAR BRAKES ® CENTRAL HYDRAULIC SYSTEM WITH AUTOMATIC CLUTCH 
AND AUTOMATIC GEAR-SHIFT ® CIT-SAFE® “‘NO SPOKE’? STEERING WHEEL AND SAFETY 
DASHBOARD ® EXCLUSIVE CENTRAL FIXATION OF THE WHEELS ® LOWEST CENTER OF 
GRAVITY ® UNIQUE CITROMATIC® AIR-OIL SUSPENSION ...THE ONLY SUSPENSION 


THAT ACTUALLY FLOATS YOU ON AIR OVER THE ROAD! 


CITROEN CARS MIDWEST DISTRIBUTORS CORP 
1640 WEST OGDEN AVENUE 
CHICAGO 12, ILL TAYLOR 9-2727 


IMPORTED MOTORS OF FLORIDA 
11 SOUTH FEDERAL HIGHWAY 
JACKSON 3-8525 
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A Tourins Sports Car 


538,079 SIMCA ARONDES preceded this one off the production lines at Nanterre, France 
but this particular SIMCA, registered as 1512FW75 was driven 100,000 kilometers, 

or 62,137 miles, approximately 2/2 times around the world, in less than 

37 days, averaging 70.02 mph, to establish a new WORLD RECORD*%, regardless of engine size 
and without the use of a supercharger. 

You can add up these statements to get 1 important quality: STAMINA, an integral part 

of your SIMCA ARONDE Best Car Value in its Price Class! 


* Seats 5 * Highest horsepower in its price class * Road tested up to 40 miles per gallon 

* Cruises at better than 70 miles per hour — easy cornering at almost any speed 

¢ Standard equipment includes directional signal, automatic choke, foam cushions, trunk light, 
electric windshield wipers, map compartment, oil filter * 7 other models 


* Subject to official confirmation 





factory branch 445 Park Avenue, New York 22, N. Y. 


LIST OF DISTRIBUTORS Paris Auto Inc. Simca International Co. 





41-38 - 39th Street 570 So. State Street 


Pacific Imported Cars Inc. Long Island City, N. Y. Salt Lake City, Utah 
1638 W. Burnside Street Simca Sales of Florida, Inc. 


Portland 5, Oregon 


Simca Auto Sales, L. A. Inc. 


5148 W. Washington Blyd. 1701 Congress Building 


Miami 32, Florida 


Kurland Motors Lae Angeres, Cam: Sirnca Southern Distributors Inc. 
1134 Broadway (Southern California) 3232 Peachtree Road N.E. 

Denver, Colorado Simca Distributors Inc. Atlanta 5, Georgia 

E. B. Jones Motor Company 7070 Mission Street Wilcox Motors 

2001 State Street Daly City, California 600 E. Pike Stree? 





East St. Louis, Ill. (Northern California) Seattle, Washington 
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ABARTH Sweeps 1 Very sincerely yours: 


°57 Mille Miglia! 
Ist, 2nd and 3rd! 


I seems our attitude toward the Monza 500 expressed in the September 

issue has irked a voluble few who didn’t bother to read the editorial care- 

fully. We've been taken to task by the Tattersall set for calling everybody 
FREE-EXHAUST 


from Fangio to Signor Ferrari “chicken.” Nothing could be further from the 
MUFFLERS truth. What we did say was that the excuse used for the big backdown left 


a taste redolent of fowl. The real and not publicly-stated reasons were those 
of sensible men. They just plain didn’t have the equipment and couldn't 
afford to build it. They also didn’t have the tires. True, they were offered 
Firestone “Monza” rubber but for various reasons they couldn't use it. For 
example: Ferrari has a deal with Englebert which would have been loused up; 
the Maserati wasn’t designed to take wheels and tires of that size and wouldn't 
handle with it. The Jaguars couldn’t get the big rubber in the space allotted 
for wheels and tires (they didn't call it “silly” as reported in one U.S. journal) 
and so had to use what would fit. This forced them to stay under 150 except 
for short bursts in order to keep the tread from separating, a common 
phenomenon at Bonneville when the wrong rubber is used. 

VW* + PORSCHE* As for calling Fangio “chicken” our answer is the classic \mericanism, 
190-SL - BORGWARD NUTS”. Some people have done so but it wasn’t us. The guy is good and 


anything but a coward or poor sport. It just didn’t make good business sense 
XK-140* + FIAT for the Old Man to enter a race that didn’t count points for the championship. 
DAUPHINE - 4-CV The man is a pro and professionals just don’t risk their necks unless there 
is z ‘k in it ¢ ore than a Cadillac or Chrysler dealer risks his busines 
diet Nites Cine is a buck in it any more than a Cadillac or Chrysler de aler t i s 
by giving away free cars. The chances are good that if he’d had the car and 
@ Ist, 2nd and 3rd place Mille Miglia , “ ’ : 
> ‘ » wo ave bee re. 
57 codumedd ‘Goan aan ee the loot was right he would have been there 
Now you can enjoy, on your own car, se *: af 
the tremendous power increase and ab- Sooner or later every magazine worth its salt in this field comes up with 
solute reliability that have established 4 ‘ : : 3 - 
ABARTH as the world’s finest muffler. On an annual the purpose of which is to tie up all the loose ends and to give 
hill-climbing, passing and acceleration information physically impossible to get into a regular issue. We're not immune 
you won't recognize your car after you K , Pe ° . . 
have added the ABARTH muffler! WARN- either. Enthusiastic types that we are, we’ve come up with a mighty tome 
ING: Beware of imitations! Look for indeed. We've had to since we wanted to cover every sports car built com- 
the ABARTH Scorpion Seal! Installation ; : ‘ c : 
is SO easy you can do it yourself. mercially in the world; and the world, it seems, despite such shrinkage as 
VW & KG, ’55 and earlier $37.50 is caused by such things as ICBM’s and the like, is a mighty big place. Further, 
VW & KG, °S6 and later, deluxe 39.50 just to tie things up in a nice, neat bundle we've dug up the address of every 
Porsche, all models 44.50 : : . : Tes 
Borgward Isabella & TS 39.50 shop we can find that services sports cars and foreign cars in the United 
oe ——. red States — about sixteen pages worth of the kind of type that they print classi- 
Mercedes 2£2U-. 2.50 . . 7 “¢ . a ~ ‘ 
Fiat 600 19.95 fied ads with, in fact. Now, if you get stuck in West Fencepost, Arkansas o1 
Fiat 1100 .. ' 44.50 Pottering-on-the-Brink, Massachusetts you'll know who to see besides the 
Jaguar XK-140 & XK-150, two . - ie * : . a 
dual mufflers—total 4 barrels. 79.50 local chaplain. If you've had the good sense to spend a 28-cent inflation 
Renault Dauphine 27.50 buck for the SCI Directory, that is. 
Renault 4-CV 19.95 | ‘ol “hristy 
MGA 39 '50 john christy 
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SAVE YOUR TIRES WITH A 


Competition -Type 
Tire Testers hin ty. £28, € 


OH YEA! 
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@ No part of your car takes a worse 

beating than the tires. Under-inflation 

(or Over-inflation) ruins them. And cor- 

rect tire pressure is vital for top accel- 

eration, successful cornering technique 
and peak performance. 
Furthermore, most 
service station gauges 
are inaccurate. The 
only way you can be 
sure is to use a preci- 
sion tire tester of your 
own. The MotTest will 
pay for itself many 
times over with safer, 
long tire life. 


Capillary-type, (top illus.) 9-43 Ibs.* $2.95 
Clock-type, 2” dial, 10-50 Ibs.* $2.95 


*Including Genuine Leather Pouch “For my money I think I'd take the “The only sports car Harold really 


1 ethiteietaailin oMiadieRittabjtiatutied Mercedes-Benz 300SL. Ol’ Daimler knows ts the Mercedes-Benz 300SL 


and Benz really knew what they ... ever since one sucked him up the 
FISHER PRODUCTS were doing when they crammed exhaust pipes at a stop light.” 
21-25 44th DRIVE « L. |. CITY 1, N. Y. 240 hp at 6100 rpm outa only 182.8 


” 


cu, in. 











The new DB 2-4 MARK THREE ASTON-MARTIN / sleek, powerful, and brutally fast / Born 


and bred on the championship road racing circuits of the world / Built by the same craftsmen 


whose DBR-1 ASTON-MARTIN won the "1000 KILOMETERS OF NURBURGRING” outright / This is a car 


built without compromise to be master of all it surveys / Dare you drive it / J. S. INSKIP, INC., 


304 E. 64th St, New York 21, N. Y., TE 8-6100 / Distributors for the Eastern United States. 
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Now! Send no cash! SCI readers ordering on coupon below have 
privilege of charging books with robert Bentley, inc., 8 Ellery St., Cambridge 38, Mass. 
Every order shipped or acknowledged the day it is received! 





with every book purchase of $14.00 
or over! Use coupon below. 
The Motor Yearbook 1957. Reg. price $4.50 


The Motor Yearbook, 1957, as in former years, contains a review of 
outstanding cars and technical developments as well as chapters on 
numerous aspects of motor sport. Outstanding feature of this edition 
is a detailed history by Dugdale of the Cunningham racing cars, with 
a postscript by Briggs Cunningham. Bigger and better than any 
previous years—more than 260 pages. Because of limited supplies and 
increase in price, this is probably the only ad in which we can offer 
this book FREE; therefore, order your $14.00 worth of books today! 


_*piistse 
YEAR 


BOOK 
1957 





FREE 





56 Motor Yearbook, 1957 (on purchase less than $14.00) ...... $4.50 


FREE with every purchase of *6.00 or over 
Scottie Book of Motor Racing by Stirling Moss 


Describes techniques, drills and special skills that have made Stirling Moss Britain’s 
driver. Best all-round introduction to the sport that exists. Illustrated. 142 
pages. Partial Table of Contents: 1. How to Become a Racing Driver; 2. What is 
a Racing Car?; 3. The Art of Driving Fast; 4. Team Control and Tactics; 5. Great 
Races and their Circuits; 6. Long-Distance Racing; 7. Rally, Hill Climb, Trial, 
i Records; 9. Men of Today: a World Alphabet of Drivers. 

49 Scottie Book of Motor Racing (on purchase less than $6.00).........-.--.-- $1.00 


top racing 


Sprints; 8. Speed 


wf’ 








Third FREE Offer! Order $20.00 or more worth of books on coupon below and get 
both Motor Yearbook 1957 and Scottie Book of Motor Racing FREE! If you 
already have one of these ask for our Surprise Substitute. Guaranteed to please. 











57 Complete Jaguar Factory Service Man- 
val for MK Vil and XK 120 Models. After 6 
yrs. of looking, we've found a few! Order Today! 
There probably won't be another opportunity. A 
must for XK 120 or Mk VII owners. There 
is no official factory manual for the XK 140 
because the XK 120 manual applies to the 
XK 140 in almost all particulars. Therefore, 
owners of XK 140’s will find this XK 120 
manual well worth owning. Buy it today as 
wry Date ob get....................-.. cocoa hao 
48 Austin Healey 100 Factory Service 
Manual. Thru '56. A must for the Austin-Healey 
0 EE ae eee eee $8.50 


85 Tuning and Maintenance of MGA by Philip 
Smith. Devoted entirely to MGA and Magnette $5.00 
86 Modern Racing Management by Wyer $4.50 
87 Weorld‘s Automobiles 1880-1955. Contains 
an international alphabetical list of names, places and 
dates of manufacture of almost 4,000 automobiles 
roduced within the past 75 years. Essential reference 
OE LE RIE ON ER $4.00 

41 Maintaining The Breed. Up-to-date expand 
edition of the great saga of MGs. 178 pages.....$5.00 
20 Pursuit of Victory by Karl Kling......... $4.00 


lf this is the first time you have ordered 
from us and you are charging your order, 
please send us the names and addresses 
of two stores where you have charge ac- 
counts; otherwise, please send us a check 
or tell us to ship C.O.D. 


37 Jvan Manual Fangio........................ ...$5.00 
77 Racing Sports Cars. Packed with thrills, $2.95 
84 Volkswagen Owner's Handbook........ $2.00 
18 Three-Pointed Star: The Story of Mer- 
cedes-Benz. Far-and-away the best book on the Mer- 
cedes. Sa" x 8144", 478 pages, 78 photos...... $7.50 
I ccs aceaccnversencscanvys acorecrusabanes $4.00 
New expanded revised editions of Judge's 
Motor Manuals now ready! The best el n 























155 The Sports Car: Its Design and Perform- 
ance By Colin Campbell. The Technical Corre- 
spondence Editor, Road & Track, in answer to a 
request for a good reference book on suspension and 
chassis design says: “‘. . . by far the best book is The 
Sports Car: lts Design and Performance, by Colin 
Campbell . . .”” Our fastest selling sports car book. 
The first thorough and systematic treatment of the 
sports car from a technical point of view, yet in lay- 
man’s language. Partial Table of Contents . . . Chap- 
ters: Development of the Sports Car; Engine: Cylin- 
der Head Design; Engine: Induction and Exhaust; 
Engine: Miscellaneous Components; Engine: The 
Trend of Design; Road-Holding; Suspension; Chassis 
& Body; Transmission; Brakes; Tuning; Performance; 
Future Development; Glossary of Technical Terms; 
i ERE BIEEEE ETRE eo $6.50 
58 Motor Racing edited by Sammy Davis. Brand 
New! Not only the thrilling story of a great sport, 
but a mechanical guide to the intricacies of motor 
engineering in detail, from drawing board to the 
complete car illustrated throughout with accurate 
drawings and many photographs....................... $8.50 


163 Automobile Year 1957 (Annual Auto- 
mobile Review from Switzerland) Better than 
ever! The most luxurious picture-and-word re- 
view of motoring, racing and design. Hard covers 
914" x 1214”. Supplies limited. Buy this from 
Bentley and get a free copy of Scottie Book of 
Motor Racing or count toward your FREE copy 
of Motor Yearbook 1957.. anata $9.95 


Here is an unsolicited letter from a good customer of 
ours. Dear Sirs: 
“Thank you very much for the fast action on my 
order on Automobile Year, 1957. It is one of the 
most beautiful books I have seen, and without doubt 
the best ever published. Thank you again for the 
quick service, and I hope to do much more business 
with you in the near future.”’ 

Signed: Robert R. Bredin, Pacific Palisades, Calif. 

















tary but detailed treatments available! 
64 Motor Manuals, Vol. 1, Automobile En- 


7 | EEE EEA hee 5 ern. $5.00 
65 Motor Manvals, Vol. 2, Carburetors and 
Fuel injection Systems.................................. 5.00 


67 Motor Manuals, Vol. 4, Car Maintenance 
| RE EEERS Feta putGabe'd cncieliecaaatanal x 

83 Press on Regardless... $2.95 
17 Sports Car Rallies, Trials and Gymkhanas. 
First book on subject. Big 82" x 11” size....$6.00 





5 Tuning for Speed and Economy.......... $4.00 
6 Drivers in Action......... ee ee $3.50 
99 MG Workshop Manual $8. 

7 Sports and Classic Cars 12. 

141 Grand Prix Car, Vol. 1 by Pomeroy..$16.50 
142 Grand Prix Car, Vol. 2 by Pomeroy..$20.00 
143 Grand Prix Car, 2 volume set............ $32.50 
115 Car Driving As An Art by Davis........ $3.50 
100 Tuning and Maintenance of MG's... $4.50 
151 Modern Sports Careby McCahill...... $3.95 
138 Design and Tuning of Competition En- 
eipes bp Fuilem Ganie.....i...o5c6....5..:.......:..... $7.50 
76 Automobile Chassis Design................ $8.50 
15 Ceracciola (autobiography) $4.00 


46 Rally Speed Figure-outer with odometer 
error compensator. We've examined them all and 
like this one best. Gives more information with less 
work. Extraordinarily accurate. Counts as $5.00 pur- 


chase only toward FREE BOOKG..................... $10.00 
28 The High Speed internal Combustion En- 
gine by Ricardo. The classic work................ $12.00 


161 The VW Story, Beyond Expectation, $4.00 
45 Automobile Engineer's 
Reference Book. 57 British 
automobile specialists contribute 
half-a-million words in 1664 
pages, 1010 diagrams, 255 pho- 
tos in 30 main sections cov- 
ering every aspect of the design 
and production of motor cars. 
Buy it from us and gel a free 
copy of both Meter Yearbook 
1957 and Scottie Book of 
Motor Racing.............. $20.00 
12 High Performance Cars 
"56-57 2.0 

175 Stirling Moss’ Book of 
Motor .Sport.................. $3.50 








;— CLIP THIS COUPON—CIRCLE THE BOOKS YOU WISH— 
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letters 


i have just read your September edito 
rial and I am stunned. Don’t you know 
you have just committed heresy? Why, I 
wouldn’t be surprised to find you hanged 
in effigy in front of every sport-car pub 
in town. The faithful will wail, tear thei 
clothes and pour dirt on their heads, the 
quasi-religion of sports cars having lost 
an apostle. 

I have been a friend of the sports ca: 
for eight years and I have made a yearly 
note that the movement has moved little 
by little into a tightly knit elite, complete 
wih symbols (badges, decals, shouldei 
patches, etc.), raiment (Ivy-league, of 
course) , holy scripture (Sport Cars Illus- 
trated) , high priest (J. M. Fangio) , bish- 
ops (Moss, Behra, et al) , cannonized saint 
(T.V. Nuvolari) and the soul satisfying 
smugness of being “one of them.” 

In order to belong to an elite, “Ye must 
believe.” Elites from time immemorial 
have had one thing in common — to pull 
closely together and fight the outsiders 
either by direct attack, powerful propa- 
ganda, or simply assuming superiority and 
never bringing it up for discussion. Elites 
therefore take away much and offer little. 

When the movement got this far I got 
out and the sports car people were mighty 
glad to be rid of me! 

One of the greatest points of pride of 
the sports car set is that they are “inter- 
national.” Nonsense, they are simply “anti- 
national” instead. I am an American and 
not ashamed of it. I like American motor- 
cars (and so do Europeans). National 
pride is not bad. All the world’s people 
are proud of their traditions and the prod- 
ucts of their land. Why should we sud- 
denly turn against our own things and 
embrace the foreigners? 

The recent running of the Monza 500 
would, I thought, bring some of the faith- 
ful to a new realization of the excellence 
of things American. It didn’t and I was 
very disappointed. 

Iwo things of which I am most proud 
as an American are the almost uniquely 
American tradition of playing the game 
hard and to win, and the sanctity of an 
agreement. One should recall the two 
Grands Prix events run over the Roose- 
velt, Long Island course in which the 
Americans ran out-moded dirt track cars 
against Europe’s finest road cars. We, na- 
turally, were very badly beaten in the first 
year’s race — only to come back the second 
year just as eager to race again. The second 
year, Rex Mays, one of our finest aces, 
finished third — right in the middle of 
Hitler’s great Auto Union and Benz aggre- 
gations. 

We simply do not pull out because we 
fear defeat. What would happen to the 
reputation of a fine college if it refused 
to honor its agreement to play a stronge1 
team because “we do not have a chance 
to win”? 

Also, in closing may I say that you 
magazine is excellent in most respects and 
is far superior to any magazine which 
represents speedway racing. 

Yours very truly, 
Pressly R. Keays 
Hollywood, California 


























DID SOMEONE CRY FOWL 

I am sorry to see the members of UPPI 
labeled “chicken” by Mr. Christy in the 
September issue. Whatever their reasons 
for not entering the race at Monza, the 
very fact that for years these men have 
willingly raced on the toughest courses 
in the world and sometimes against un- 
beatable odds, should be proof enough 


that “chicken” is exactly what they are 
not! 
(nn B. Johnstone 
Greenville, Mississippi 
Now let’s see the Americans meet the 


“Chickens” at Silvertone, the Nurburg 
ring circuit, Road America or Sebring. 
Let’s have a few right hand turns thrown 
in and the use of more than a two posi- 
tion gear box. Let’s have pit stops fon 
gas and tires a couple of minutes in dura- 
tion like a pit stop should be, not long 
stops where, according to Autosport, weld- 
ers were busy rebuilding the American 
cars. Then, gentlemen, the story might be 
different. 

Lt. M. I. Johnstone 

Mississippi 


The tone of your editorial in Septem 
ber SCI is rather surprising, when con- 
sidered in the perspective of the post wai 
years. I don’t think that anyone has eve 
proven the old provincism that the USA 
has a monopoly on guts. 
seems to me that they 
just transported Indianapolis to Italy. One 
reason European type racing returned to 
this country was that many people believe 
that it proved more about the capabilities 
of a car, i.e. gear boxes, clutch, brakes, etc. 
These factors are absent in an Indian- 
apolis type race. 

If more cubic inches and higher gearing 
are superiority then I concede the fight. 

Allen J. Jassen 
San Pedro Calif. 


Motor wise, it 


The editorial said that had the mem- 
bers of the UPPI and the various manu- 
facturers pointed out, with no carping, 
that they didn’t have the proper cars on 
rubber and that they didn’t feel it finan- 
cially feasible to build same for this race, 
no one could have complained. What we 
objected to was the shouting about safety 
and the dangers of the circuit and in gen- 
eral crying that the race would “prove 
nothing.” It proved several things, among 
which was that the track was rough (as 
we had said earlier), that our cars needed 
strengthening at certain points, and that 
Ecurie Ecosse has guts. It also proved 
that a banked track of that type was as 
safe as any — perhaps safer. When the 
steering broke on one machine the driver 
was left helpless at 180 mph but because 
of the banking the car literally steered 
itself down to the pits. Picture that hap- 
pening any place else. Had the abstainers 
told the truth the editorial would neve) 
have been written. They didn’t so the 
opinion stands as written.—Ed. 
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FREE with your subscription to The Autocar. 
Start with the three huge Motor Show issues. 


Visit the 1957 London Motor Show .. . for 
only $10! Through the pages of The AuTOCAR 
—the world’s leading automotive weekly— 
you can, for three successive weeks, cross the 
Atlantic and spend as long as you wish explor- 
ing the new °58 models, opening doors, and 
peering under hoods. Totalling NEARLY 1,000 
PAGES, the THREE greatly enlarged London 
Show Numbers, in October, completely des- 
cribe and picture the vast International Motor 


Road Tests of 1957 Cars”’ with over 30 Road 
Tests of the world’s leading cars. Clip this 
order blank now . . . take out a year-long policy 
that promises you at least 52 evenings when 


Exhibition at Earls Court, London. Far from you'll enjoy the latest in automotive news, 
the jostling crowds you will enjoy detailed, “know-how ”” and pictures brightly- 
stand-by-stand descriptions of NEXT YEAR’S written factual reports covering the latest 
CARS, profusely illustrated with brilliant international sporting events. The AUTOCAR 
photographs and clear technical drawings. frequently scoops the world—features startling 


Why not subscribe to The AUTOCAR now? 
Your subscription will start with these giant 
1957 London Show issues AND we will send 
you a FREE copy of the $2.00 ‘‘ The Autocar 


‘“‘exploded ” drawings of the newest designs. 
Clip and mail the coupon TODAY to make 
sure of your copies of these grand London 
Show Numbers and the book of Road Tests! 


What you will read in these superb London Motor Show issues 


The LONDON SHOW GUIDE 11 OCT. The LONDON SHOW REPORT 18 OCT. 


Illustrated, introductory details of The 
outstanding exhibits in the auto- 
mobile, accessory and component 
sections . . a tabulated Buyers’ 
Guide with specifications, to the 
1958 cars. 


The LONDON SHOW REVIEW 25 OCT 


biggest issue — covers the A 
whole exhibition a stand-by- 
stand commentary by experts who 
know just the sort of thing you 
want to read . detailed specifica- 
tions of every model on view. 


shrewd summing-up of the 
whole 1957 London Motor Show 
A discussion of trends in design and 
performance a unique glimpse 
into the motoring future 


READ Autocar EVERY WEEK 


These special issues will also contain many of the regular features that have made The AUTOCAR 
the most widely-read automotive weekly in the world. Don’t delay. Make sure of your copies by 
acting at once. Send off the order form below . . . TopAy! 


FILL OUT AND MAIL THIS COUPON TODAY 


To: Robert Bentley, inc., 8 Ellery Street, Cambridge 38, Massachusetts 
YES: I should like to read The AUTOCAR—starting with 3 London Motor Show 
Issues. Enter my order for: AC SCL 7 


| 1 year (52 issues) $10.00 
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3 years (156 issues) $20.00 
I will pay on receipt of your invoice. 


Please send my free copy of “‘ The Autocar Road Tests, 1957 ” on completion of payment. | 
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Introducing An Exclusive 
VILEM B. HAAN DESIGN 






8 Pe. is oz. 


HEAVY BOTTOM 
TUMBLER SE 


Emblemized cocktail tumblers for the sports 
car enthusiast of discriminating taste . 


40 AUTHENTIC FOREIGN & 
SPORTS CAR 14k GOLD 
CRESTS OUTLINED IN BLACK 


ORDER Topay $ 1 a 50 





Direct from Italy 
WORLD FAMOUS 
SALA SPORT 


DRIVING 
GLOVES 


ony $795 


NON-SLIP GRIP 


Fine quality Ital- 
ian leather gloves 
in two tone brown, 
white back and brown palm. All styles with rein- 


forced double palm. EIGHT BALL 
SHIFT KNOB 


Zan 





of highest polished plastic in black or white — with 
contrasting figures engraved. Designed for perfect 
grip. 1344” dia. threaded to fit with bronze insert. 
Austin Healey, Jaguar, Mercedes, MG, Porsche, 


Renault, TR, VW and others $225 EACH 





DRESS UP THE CAR WITH THIS 
COMBINATION LICENSE PLATE 


HOLDER FRAME 


“HOLDA PLATE” 
Polished stainless steel 


Fits on bumper — no 
holes to drill wear re- license plate frame will 
not chip, peel or rust, 


sistant block finish 
(black finish) meets all easy to mount. 
vehicle code regulations 
fits most foreign cars. 


pork ror $790 
FOREIGN CAR ACCESSORIES 


IN CALIF. ADD 4% SALES TAX 
CR. 1-3775 
BR. 2-4700 





Oh) MO) a 3 1G am -1@) 


sa 


BEVERLY HILLS, CALIFORNIA 


10305 SANTA MONICA BLVD. 
WEST LOS ANGELES 25, CALIFORNIA 
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ECHNOTES 


GP CAR TESTS? 

I found the tech reports on the Maserati, 
Mercedes, and Ferrari-Lancia Grand Prix 
cars both informative and _ interesting. 
However, there was no way to compare 
the three cars as to performance. Would 
it be possible to road test these cars, giv- 
ing acceleration and speeds in gears? 

Bob Schulhof 
Encino, California 

There is but one reasonable way to judge 
race cars and that is by their ability to 
win races, the task for which they were 
presumably designed. Admittedly, this 
method of measurement involves the driv- 
ers ability too, which makes bench racing 
that much more interesting. 

As different circuits present different 
problems, we usually find that gear ratios 
in Grand Prix cars are swapped rather 
frequently. The 0-120 mph time will then 
vary rather widely, not to mention the 
speeds in gears. In gearing @ car for a 
course, you first must determine the slow- 
est point on the course (other than the 
starting line, for which you might have 
a “starting” gear) and then the fastest. 
Then you decide how fast you will be 
going at these two points in miles per 
hour. 

The lowest usable gear should be se- 
lected so it relates the speed at the slowest 
corner to the low end of the usable rev- 
range. The highest gear should relate 
maximum allowable revs to the highest 
speed attainable on the course. This is 
easier to say than do, as one’s maximum 
velocity can be so dependent on accelera- 
tion, which in turn is a function of the 
gears in use. 

Anyway, once you’ve established you) 
minimum and maximum, the rest of the 
gears are usually spaced equally between 
them, unless some particular condition on 
the course should dictate otherwise, such 
as a long, sweeping bend where you'd feel 
more at home at high revs in third than 
at low revs in fourth. 

Some race courses, such as Silverstone, 
have very small differences between mini- 
mum and maximum speeds while speeds 
on others, such as the Nurburgring vary 
tremendously. If you’re stuck with a four 
speed box the latter course will demand 
widely spaced ratios, so you’ll want the 
working rev range to be pretty wide, 
whereas on the former, tuned intakes and 
exhausts would be just the thing, together 
with a close ratio box. 

But it’s not just engine and gearboxes 
that are tuned to various circuits. The 
suspension, too, comes in for a great deal 
of attention in order to suit the car to 
both the course and the driver. Thus a 
road-test of a first-line GP car will only 
present a picture of that particular car 
as set up at that particular time. 


TR AIR-BOX 

The April '57 Technotes contained some 
suggestions for modifying a TR-2 to pro- 
vide a cool air supply to the carbs. Here 
is a balance box and scoop assembly that 
my brother-in-law and I fitted to my 


Triumph TR-2 about two years ago. 
Though crude looking, it has been most 
effective in increasing performance and 
cconomy. With overdrive, I averaged 37 
mpg (US) on a 4200 mile trip, 8 mph more 
than my best previous average. 

The balance box was cut from a turpen 
tine can and is attached to the carbs by 
the usual air cleaner bolt holes. The top 
of the box was made removable for ease 
of attachment and also for changing the 
filters. Two copper cleaning pads, bor 
rowed from the kitchen, were fastened in 
the intake tube to the box. When damp 
ened with oil, they seem very efficient as 
filters. 

Cool outside air comes in through a 
three inch hole in the front nose panel 
near the upper right corner of the radia 
tor. It is conducted to the balance box 
by flexible heater hose. The scoop and 
its backing plate, which were purchased 
at a hardware store as an outside ventila 
tor for an automatic washer, are bolted 
together sandwiching the body panel. The 
backing plate, on the inside, has a short 
piece of tube on it, to which may be at- 
tached the flex hose. A piece of window 


screening in between the scoop and the 
body panel will keep out insects and small 
rocks. 





Al Nicholson 
Oakville, Ontario 

This sounds excellent and I’m certainly 
impressed with your improvement in econ- 
omy. I only hope that performance is 
correspondingly better too. One suggestion 
I would make is to cut out the rear of 
the balance box open so that the pressure 
at the carburetor mouth will be atmos- 
pheric, the same as at the float bowl. 
Otherwise, you will get involved in the 
complexities of ram-tuning. 

The Wilen Engineering Company, 
Kingsbury Green, Kingsbury Road, Lon- 
don, N.W.9, England manufacture a kit 
which does essentially the same_ thing. 
They also have available for the TRs an 
interesting nose cowl and wraparound 
racing windshield to reduce drag. 


CORRECTION 

Under “Calling All Crosleys” (Sept.), 
we gave Nick Braje’s old address. He is 
now located at 1651 West 130th Street, 
Gardena, California. 


























The Marquis de Portago 


(1929-1957) 


A MEMORIAL TRIBUTE 


In his own words and in the words of some of his 
greatest competitors — a portrait in sound of rac- 
ing’s most colorful figure. 


RLP 5007 $5.95 






AROUND THE RACING CIRCUIT WITH & GREAT AMERICAN DRIVER 








STIRLING 
MOSS 


GREATEST RACING ORIVER 
* 





RLP 5005 $5.95 RLP 5004 $5.95 RLP 5006 $5.95 

Here for the first time you can bring three of the finest drivers into your own home via these LP 
recordings. Listen to them discuss their racing careers, experiences, techniques and opinions. Hear 
Phil Hill (RLP 5005) as he tells of the problems of hurling a Ferrari through a 130 mph corner, his 
eye-witness account of the 1955 LeMans (accident and race), his early experiences, etc. Stirling 
Moss (RLP 5004) takes you racing with Mercedes Benz, discusses driving techniques, rates the 
world’s drivers, etc. Carroll Shelby (RLP 5006) top U.S. driver explores the American racing 
scene, takes you behind scenes in Europe, etc. After you hear these three absorbing recordings 
you will have a keener insight into the qualities which make for championship driving, which in- 
spire these men to approach so closely to death time and again. These and dozens of other subjects are 
discussed at length by Moss, Hill and Shelby. Get your copies today. Just $5.95 for each LP. 





In the pits at Nassau, 
PIT STOP pit activity, conversa- 

= tions, emergencies, 
high emotion.The story 
of a typical race; driv- 
ers meeting, LeMans 
start Portago, Moss, 
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Shelby, Hill etc. Fabu- ee 
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RACING 
ISA 
BUSINESS 


by Hannibal Coons 


OLLOWING this year’s victory of Mr. Sam Hanks at 

Indianapolis, there has been an unusual hubbub. 

After winning the biggest event of any automobile 
racer’s career, Sam had hardly wiped Miss Charisse’s con- 
gratulatory lipstick off his cheek before he announced that he 
was hanging up the helmet, Thank you very much, but he 
was done. To those who didn’t know Hanks, it has been-as 
paradoxical as a man winning the heavyweight champion- 
ship of the world, and then, with riches finally in his grasp, 
announcing his retirement before even stepping into the 
shower. What could have brought about such a remarkable 
situation? 

What brought it about is the career itself of possibly the 
most unusual man ever to set out to make a living behind 
the wheel of a race car. After 25 years, in which he has won 
practically everything else a man can win in racing, Hanks’ 
twelfth-try win at Indianapolis, at the age of 42, was simply 
the only cookie he still needed to fill the cookie jar. 

From the very start, Hanks has known exactly where he 
wanted to go and how he was going to get there. And now, 
with the long-delayed win at Indy, he’s there. With the job 
done, what else to do but to step lightly out from behind 
the wheel and bow gratefully to one and all? 

The interesting thing is not what Hanks’ won over the 
years, but rather how he won it. How has this pleasant and 
friendly man with the sharp features and the bristly crewcut 
been able to drive everything on wheels for a quarter of a 
century in seeming magical safety, win everything in sight, 
save his money, and end up actually holding the pot of 
gold? That's the thing that’s worth learning. 

The basic facts of his career are easily set down, He 
started racing twenty-five years ago in self-contrived road- 
sters at Muroc Dry Lake, while he was still in Alhambra 
High School near Los Angeles. When he’d tune up his 
early-era hotrods, the neighbor ladies would hasten to get 
the children and dogs off the front lawns; they knew that 
that Hanks boy would shortly come rooty-tooting by. In 
1936 Sam entered the pro ranks, driving midgets; the very 
next year, 1937, he won the Pacific Coast Midget Champion- 
ship. By 1941 he was National Midget Champion, as well 
as Chicago Board Track, Michigan and Ohio State, Flint 
City and Pennsylvania Bank-Track Champion. He started 
his apprenticeship in big cars in 1939, first trying Indian- 
apolis in 1940, By 52 and ’53 he’d worked up to third in the 
500, and last year he was an agonizingly-close second—only 
twenty seconds back of Pat Flaherty. And this year he won 
it. In 1953 he was AAA National Big Car Champion, and in 
1954 he set the American closed-course record of 182.554 
mph at the Chrysler Proving Grounds. 
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In any commercial venture, the measure of success is how much 


you make and how long you stay out of trouble. Sam Hanks 


is a wealthy, healthy man and the reason is simple—to Sam 








For over three years Sam has been strengthening his arms Photos: Wide World 
and shoulders, toughening up for the three-hour 

left-hand turn called Indy. Although over 42, he finished 

the race fresher than most of the young drivers. 


But the most important fact in Hanks’ Alger-like rise to 
fame and fortune is that clear back in 1938, only two years 
after he'd started racing, Sam had already saved enough 
money to buy his own midget, and his own trailer to cart it 
around on. From then on he was strictly in business for 
himself. He picked his own races, drove where the money 
was, and when he won a purse he split it with no one, And 
his purses have included a record five main-event wins in a 
row at Gilmore Field in Los Angeles, and a record seven 
in a row at Sportsman’s Park at Bedford, Ohio, He also 


i 





hy): took the biggest single purse in midget-racing history when 

&,*'» he won over $5,000 in the 250-lap Gold Cup in the huge 
F Los Angeles Coliseum, Sam has always been at his best when 
' 


the purses have been the largest. 

There are, of course, reasons for his success other than 
his monetary concentration. Since racing is a chancy busi- 
b ness and a little hard on the nerves, some of the boys have 
been known to achieve their most outstanding speed records 
in getting to the nearest bar after the race. Not Sam. There 
has never been anything at a post-race bar that he’s needed. 
While the other boys were hastening to the bubbly house, 
Sam would rapidly load his midget onto his trailer and head 


(Continued on page 48) 


Sam, who prefers milk to martinis, receives his victory 
kiss from Miss Charisse. Having finally won this one, he 
has hung up his helmet and says he’s through with racing. 
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The 100E engine gives a very modest top speed. Though the 4/4 1s lively 
in the low gears, performance is handicapped by a 3-speed wide-ratio box. 















“For getting around tight turns— 

and for me these are the interesting Walt Herndon in his “traditional-look” Morgan. Morgan 

turns—it’s just about unbeatable.” suspension takes smooth road well; but you'll know if the 
surface gets choppy. 


\( ROAD TEST: 


MORGAN 4/4 SERIES 2 


























The Ford side-valve single-carb L00E engine 
is no ball of fire, especially when coupled 

to a 3-speed box; however it is depend 
able, lightly stressed, and economical. 


F you are one of the small multitude of automotive 
reactionaries who feels with passion that all post-MGTC 
design is decadent and that the performance and appear- 

ance of that vanished breed added up to a supremely happy 
answer to basic sports car requirements, then take heart. 
Morgan, staunchest guardian of the vintage look, ride and 
feel, has brought forth what can be called a latter-day suc- 
cessor to the immortal Midget—albeit at a rather stiff price. 

In England the greatest appeal of the svelt Morgan 4/4 
Series II lies in its dramatically low initial cost. There its 
base price before purchase tax is $530 lower than that of 
its nearest competitor, the MG A, and after tax the spread 
is $630. But in the U.S., thanks to the complexities of inter- 
national finance, the difference in price becomes relatively 
insignificant. What, then, does the 4/4 have that the com 
petition doesn’t have. The answer is a traditional character 
now totally abandoned by other auto manufacturers. This, 
as far as the American market is concerned, is the 4/4’s main 
stock in trade; its only competition in this respect is from 
more expensive products from the Morgan factory. The 
1/4 has other virtues to be sure, but these—good handling, 
low operating cost, and so on—are challenged by other 
makes that have additional and exclusive virtues, 

The 4/4 to our eyes is a very attractive car, It’s 2.5 inches 
lower at the cowl than ‘the bigger Morgans, has a very 
long hood, gracefully sweeping separate fenders, cutdown 
doors, a streamlined but unabashedly honest radiator shell- 
erille—all of which combine to make it look fast and func- 
tional in the prewar grand manner, The designers’ problem 
was to bring the vintage look up to date and in this they 
have been thoroughly successful, to the delight of loyal 
‘“Morganatics” everywhere. 

The workmanship on our test car’s body was generally 
very good, and the well-rubbed finish of the paint was 
downright surprising. Seating was very comfortable, helped 
by lots of leg room and pleated leather over pneumatic 





upholstery. The low seating position and relatively-high 
windshield make for very litthe wind buffeting and the 
car can be driven all day with little fatigue. The top and 
side curtains are tiresome to erect or stow, but they do give 
excellent wet weather protection, The body is narrow and 
conditions become cozy when the side curtains are in place 


and elbows are forced inboard. Driver and passenger are 
separated by a high shaft tunnel which combines with the 
well-contoured seat back and the body’s rear quarter panels 
to give lateral bracing as effective as that provided by good 
bucket seats. Controls are all conveniently placed, including 
a horn button that can be pressed without taking a hand 
from the wheel; heel-and-toe operation of the brake and 
throttle pedals is easy 

But there are points of criticism. Luggage space is limited 
to a narrow, shallow trough just behind the seat backs which 
also serves for stowage of the top and side curtains. Although 
it’s a rare sports car that’s easy to get in and out of, the 
1/4 calls for even more agility than most. The car has no 
water-temperature gauge, but needs one badly, especially 
with the high-compression head. The door latches are quite 
positive but very stiff to operate. You can’t pull on the hand 
brake without impaling an elbow on a side-curtain fitting 
You have to learn a special technique in order to shift gears 
without barking the back of your hand on the sharp inner 
edge of the instrument panel. Most of these points can be 
corrected easily by the owner, who will probably take the 
trouble to learn how. 

But the typical Morgan fan tends to be fond of these 
off-beat touches that give Morgan products their hand-made 
air, Such an enthusiast is the owner of our test car, Walter 
Herndon, an art director with CBS TV in Hollywood. 
Although Herndon is a man of large physique, he finds the 
1/4 a perfect fit, and after many months of living with the 
car, commuting, touring and dicing in it, he prefers it to 
any of the string of small-displacement sports machines he's 
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owned in the past. Says Herndon: “The greatest single thing 
about the little Morgan is its amazing cornering power. 
For getting around tight turns—and for me these are the 
interesting turns—it’s just about unbeatable. My racing 
buddies with Porsches can’t stay with me.” When The 
Autocar tested a 4/4 they made the same discovery: 

. Sharp corners can be taken at speeds that are astonish- 
ingly high even for a sports car.” 

The 4/4’s side bite and, seemingly, total lack of roll are 
definitely exceptional. It corners best under plenty of power 
and even though it’s very tail-heavy, the rear end has very 
little tendency to hang out. The steering characteristics 
are very close to neutral, a fact which shows up instantly 
when the 4/4 is cornering fast on dirt. If pushed hard enough 
on pavement it goes into a well-balanced drift with very 
gradually diminishing bite and nothing approaching a sud- 
den change. Herndon says, “One thing I’m always sure of 
is just what the Morgan is going to do. I’ve been mistaken 
only a couple of times and then I found that the car is 
very forgiving.” 

The 4/4’s performance in fast turns would be exceptional, 
too, if it were not limited by its modest top speed, mild 
top-gear pulling power, and a three-speed transmission with 
widely spaced ratios. Performance is fairly potent in second 
gear out to the engine’s revving limit of about 6300 rpm, 
or 55 mph in that gear. But a 50% drop in revs accompanies 
the shift from second to third and torque thereafter is on 
the flaccid side. 

But torque in the low-speed range of the Ford 100E 
engine (Anglia, Prefect, Escort, Squire) is very high, and 
the muscular little power plant pulls effortlessly at low revs. 
It is quieter than many ohv designs, and although solidly 
mounted, produces very little vibration, The blood lines 
of this simple, reliable, long-wearing engine can be traced 
back to the Model A era—another point of appeal to the 
traditionalist. The earliest direct ancestor of the 100E ap- 
peared in 1932 with a displacement of 32 cubic inches or 
933 cc. The 71.6 cubic inch, 1172 cc version appeared in 
’36 and since then the basic design has been steadily refined 
and improved in terms of power output and durability. Its 
fuel economy in the high-geared 4/4 is outstanding. The 


f/4 performance in fast turns would be exceptional 
if it weren't for modest pulling power in high gear. 
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Going, one sees clean lines and a spare tire. A lug- 


gage rack is available to increase carrying capacity. 
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Our test 4/4 had the power pack— 
light-alloy high-compression head, 
special manifolds, and 2 carbs. 


20.5 mpg registered during our acceleration and speed runs 
is the worst mileage you could possibly get. A good average 
for aggressive town and country driving is 30 mpg and 50 
mpg can be had at low and/or steady speeds. The 100E is 
notoriously easy and cheap to maintain and the essential 
parts and know-how are widely available all over the world. 
It’s the power plant used most often by English specials 
builders. 

For this reason there is a broad selection of speed equip- 
ment available for the 100E from England. The basic 
Morgan 4/4 is powered by the stock, single-carb engine 
which develops 36 bhp. The owner of a car with this engine 
can add power-augmenting parts at his leisure, or he can 
buy his 4/4 with power pack installed. This consists of a 
light-alloy high-compression (8 to 1 as compared to the 
standard 7 to 1) cylinder head, special intake and exhaust 
manifolds, and dual carbs. The kit, installed, costs a sobering 
$275 (on the West Coast) , adds about 5 mph to the 4/4’s 
top speed, and makes a very significant improvement in 
acceleration. The higher compression ratio also increases 
this side-valve engine’s tendency to run hot. This condition 
can be ameliorated by replacing the small two-blade fan 
with a four blader, and by converting to a more free-flowing 
exhaust system. An overhead-valve conversion is also avail- 
able for the 100E engine. 

Our test car had the power kit, and was a peppy, exhil- 
arating performer in the zero to 50 range, which is to say 
in the indirect gears. Even from zero to 60 it out-accelerates 
the bigger-engined, lower-geared and late lamented MGTC 


(Continued on page 56 ) 


TEST CAR: MORGAN 4/4, SERIES 11 TWO-SEATER, WITH SPEED 
KIT (dual carbs, special manifolds and high compression head). 


PERFORMANCE 
TOP SPEED: 
TWOOWER GUOTERE «oo ccc cccccccs 77.5 mph (top down) 
Fastest one-way run ............ 78.2 mph (top down) 
ACCELERATION: 

From zero to Seconds 
EM re adi i glate Be in, o's 0. eae 5.0 
ENS adie aly Waa d wx on'0- se 0 8.7 
EEE one 12.4 
i a haha ai 6 «6.6 00s vada 20.4 
ic dd ads a0 a we 0° 6 Sx 30.3 

Standing ee ao ooo ease & 21.7 
Speed at end of quarter ......... 62 mph 

SPEED RANGES IN GEARS: 
We eeUR els espa weak CaaWeeaeecs 0-27 

Ee ae cil eas Sates baa. 000 8-52 

ey POR tS ap Le 16-Top 

SPEEDOMETER CORRECTION: 
ee Actual 
RES OE CF ee CN OO PN 31 
rt Lhe ws Oe wil ea end ade ag baa 41 
Dr NiGiuss sha dosbacerehnecteae 51 
etn tS na Che anne <td the ak ks 61 
Wee Ses oh. cs aweab ec te duns 70 


FUEL CONSUMPTION: 
Hard driving during speed 
& acceleration checks ......... 20.5 mpg 
Average driving (under 60 mph) .31.6 mpg 
BRAKING EFFICIENCY (10 successive emergency stops from 60 
mph, just short of locking wheels): 


Percent 

BO eid ii hao oa Bees ed elo 62 

Sean se CMW s Ade pels a e's 62 

We Sas cle hed Sis Gis Gawiee- os 0s 64 
ee ae 62 

ERS Fee oP ee 70 

Gy ib. chic MU U6 uta Wes ain cs ees 70 

WE Nie CWA Gln ates dora Gigs asec 64 

ee. 6 Press Oss Caiok 0 chas hace sade 67 
KERMAN Le oc 4 gabe clas «iG ae.é 67 

REN, Cre aa res ae 70 

SPECIFICATIONS 
POWER UNIT: 

dk 5 a a an a Reh e 4 nee In-line four (Ford Anglia) 
Valve Arrangement ............. L-head 

Bore & Stroke ....2.50 x 3.64 in. (63.5 x 92.5 mm) 
Stroke/Bore Ratio .............. 1.41/1 

Displacement . 71.6 cu. in. (1172 ce.) 
Compression Ratio .............. 8.0/1 

MID os vccwcecccsccus Two Solex downdraft 
ES ood. edie ws vs anced Approx. 44 bhp @ 5000 rpm 
sss bashers adoat Approx. 60 lb.-ft. @ 2500 rpm 
Oe S654 bc swtodee dees 500 rpm 


DRIVE TRAIN: 


Transmission ratios 
I 


Dlaiaiee Udi a-4.0.xcie'ns'akinin.b&® eo 3.89 
Se ee! in la 5s waa hediey e < 2.01 
Dire dais cake sheds sede wee ess 1.00 
Final drive ratio (test car)...... 4.44 
Axle torque taken by ........... Leaf springs. 
CHASSIS: 
. ere ee 96 ins. 
SD ee rary err 47 ins. 
SEES eee re Pee 47 ins. 
Suspension, front ............... coil spring and sliding 
pillar. 
Suspension, rear ................ Half-elliptic leaf springs. 
Se OUD nc ccc cccccccas Telescopic front; piston type rear. 
NN en ks hse see see es Cam and gear. 
Steering wheel turns L to L...... 2.5 
Turning diameter ............... 33 ft. 
ING B55 op civ cance sie vesens 2 leading shoe front; one leading, 
one trailing rear. 
Brake lining area .............. 88 sq. ins. 
Ea a ia Go d'we che dees 0s 5. 00 x 16, (Test car had 5.50 x 16* ) 
PEMD GOED cnc isvccccvceccs 13 ins. 
GENERAL: 
ES SE a ee 144 ins. 
CE dh aces edd seeceee as 56 ins. 
NE Re ns lat yeah Won sees 50 ins. (top up 
ee OD Gc dactetcbecss 1605 — 1985 mith test crew. 
Weight distribution, F/R ....... 46/54 
Weight distribution, F/R, 
6 OSS ee 43/5 
0 A ee 9.6 v. S. gallons 
RATING FACTORS: 
CC Ce cn cwcctenevebvces 0.61 
Bhp per sq. in. piston area ....... 2.24 
Torque (lb-ft) per cu. in. ....... 0.34 
Pounds per bhp—test car ........ 36.5 
Piston speed @ 60 mph ........ 2070 fpm 
Piston speed @ max bhp ........ 3035 fpm 
Brake lining area per ton ; 
elds ty nis & 6 odo 9.00.600% 110 sq. ins. 
MPH per 1000 rpm ............. 17.6 





a. Reel ye 





SPORTS CARS ILLUSTRATED 
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The “MAMI” model looks same from the outside. So do Denis 


21 MORE HORSES 


by Dennis May 


USTIN 

gourmands when they switched from four cylinders 

to six in the fall of 1956. The new engine, borrowed 
from the parent Austin company’s A105 sedan, had the ex 
pected civilizing effect on the hitherto roughish A-H Hun- 
dred sports car; but the accompanying power bonus of 12 
bhp (up from 90 to 102) didn’t exactly set the pavement on 
hire when translated ifto extra alacrity on the street. 


HEALEY catered to gourmets rather than 


Foreseeably, Donald Healey and his sages were going to 
have to find a further instalment of performance from some 
where, primarily to keep the needful jump ahead of the 
smaller displacement but commercially competitive wares of 
Triumph and MG, This development, hinted at during the 
100-6’s gestation period by certain top-end singularities olf 
the prototype six that took records on the salt—as a frin 
stance, 1000 kilometers at 150.98 mph—has now been re- 
alised. The new stuff, resulting in a top speed gain of ove 
13 mile per hour and comparable improvements in takeoff, 
is to be part of the 100-6 parcel for 58. It will also be avail- 
able in kit form, distributed in the U.S. by Hambro Auto- 
motive Corporation, for the conversion of first-year sixes. 

Chis fresh tureen of soup has been on the hob since the 
summer of 1956, and made a quiet debut in European com- 
petition on the car that Tommy Wisdom, a safe rather than 
meteoric driver, took around the Mille Miglia course at an 
average of 75.9 mph to place second in the “price class” last 
May. Stock 100-6’s for 1958 will be identical as regards engine 
specification with the Mille Miglia entry, and so will con 
verted 757 models. 

Centerpiece of the pack is a new cylinder head, basically 
similar to the old one but with important revisions aimed at, 
and achieving, better filling. This is the head the Bonneville 
team had, only it omits the three dual choke carbs and the 
9 to 1 compression used on the salt. In that form it turned 
150 bhp at 5000 rpm, but a 9 to | ratio would make super 
grade gas a must if adopted on the breadwinner, and likely 
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May, Geoffrey Healey and Tony Wilson-Gunn, sales rep. 


FOR THE HEALEY 


decivilize the engine to somewhere around the level of the 
old four. Too, all experiments with one choke per inlet port 
have failed to produce the kind of power curve that’s genet 
ally acceptable for non-competition roadwork. (Parenthetic 
ally, SCI showed a flair for crystal ballplay in last February's 
test report on the contemporary 100-6 by running a photo ol 
the top end of the Bonneville record breaker with the guess 
timate “Next Year???” alongside) . 

Cylinder head of BMC’s regular C-type engine, it will be 
remembered, has the inlet manifold cast in. The new A-H 
variant has a separate aluminum manifold, the main object 
being to multiply ram effect by increasing the distance be 
tween the carburetors and the valve heads. Comparative port 
lengths are 3 inches for the normal C-type and 51% for the 
\-H_ job. Cross section of the cast aluminum gallery itsel! 
goes up by roughly 25 percent and is square in shape, whereas 
the cast-in one is nearer circular. Divorcement of the head 
and manifold eliminates a source of gasflow restriction be 
cause the head holding down studs don’t have to pass through 
the manifold. 

The internal form of the combustion chambers has been 
slightly modified and the size of both inlet and exhaust 
valves increased—former from 14, inches to 134; latter 
from 1% to I%,. Inlet valve material stays the same but 
KE965 steel has been adopted for the exhausts. Strength of 
the valve springs (two per stem, of course) is unchanged, 
for although the power peak has been shifted 200 rpm up 
the scale, the new summit still comes a safe thousand-pe1 
minute below the ascertained crash rate for these springs. 

Larger bore SUs, type HD6 with 134 throats, replace the 
old 114 inch carbs, and are angled at 35 degrees to the hori 
zontal instead of being flat. The internal ports, inlet and 
exhaust both, have been opened up and reflowed in con 
sultation with Harry Weslake, who was responsible for muc h 
of the design work at the top end of the original C engine. 


(Continued on page 56) 

















eal 


40) 
MPH 


104 
MPH 


a 


STANDING 














TOP: New head has enlarged valves, a modified combustion f " 

chamber, and reflowed porting. The regular “C” camshaft I 

has been retained, but resculpturing the combustion chamben : = f 

for the larger valves has fractionally reduced the compres o STANDARD 

sion ratio from 8.25 I to 7.9/1, CENTER: The new sepa ” | | 
rate aluminum-casting inlet manifold, It now carries twin 

SU’s with 134 inch throats set at 35 degrees downdraft angle. 


BOTTOM: Although a compact fit between the head and 
body side, the new gasworks — oversize SU’s and separate 
inlet manifold—do not interfere with accessibility for tune. 


AUSTIN HEALEY 
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AUSTIN HEALEY 100-6 MM 
























i PERFORMANCE 
' TOP SPEED: MM Kit Standard 
| 10 Lap Average (see text) ...... 120.2 mph 104.2 
t af bd ad cc ndind vccwd tds 121.7 mph 108.4 
\ ACCELERATION: 
From zero to « Seconds 
OP Ge can ach eee a tis ss cxcean ae 6.1 
50 mph 5 <udt~eou ee 8.3 
GG we cack nc cic cccs boageu 8.8 11.6 
DR aI eso 5s Scackguewe 12.2 15.7 
— wa Na re eke soo eben 15.9 21.3 
> ND ee Lh o ¥-nss dts deewee 21.3 30.4 
: Re area eo 25.5 — 
7 Standing % mile ................ 16.9 18.2 
Speed at end of quarter ......... 82 mph 75 mph 
FUEL CONSUMPTION: 
pee ar 16.7 mpg (U.S. gals) 19 mpg 
Fe Average driving (under 60 mph).25 mpg 27 mpg 
SPECIFICATIONS 
POWER UNIT: 
TE icthia nk dete’ s area as aos ae In-line six 
Valve Arrangement ............. Vertical in-line, pushrod. 
Bore & Stroke ..................3.13 x 3.51 in. (79.4 x 89 mm.) 
Stroke/Bore Ratio .............. 1.13/1 
I ait aie én ose be 0 0 00 161 cu. in. (2639 cc.) 
Compression Ratio .............. 7.9/1 (was 8.25/1) 
SI ZTNI Maid k's . vn clas baes'e< Two 1% in. semidowndraft 
SUs, HD6. (were 1% in. H4) 
CTT hs 5 1 oc e cauwwne® « 123 bhp at 4800 rpm 
(was 102 bhp @ 4600 rpm) 
CC EP ere 147 lb-ft at 3000 rpm 
(was 141 lb-ft @ 2400 rpm) 
sac dnaea 66 otebreden 750 rpm 
RATING FACTORS: 
PE GU BIN cc tinkk cc cdccewcsss 6.76 (0.63) 
Bhp per sq. in. piston area ...... 2.68 (2.21) 
Torque (Ib-ft) per cu. in. ....... 0.91 (0.87) 
Pounds per bhp—test car ........ 19.5 (23.9) 
Piston speed @ 60 mph ......... 1500 fpm 
Piston speed @ max bhp ........ 2800 fpm (2680 fpm) 


























On big, flat, wide-open Bonneville there is plenty of room, consequently few accidents. If the car’spins, releasing the 


wheel allows it to 





Very poor beach conditions at Daytona; a direct 
off-shore wind has cut 15 inch deep dips in the beach, 
cresting each 50 feet. Road graders tried; no use. 








SAND vs SALT 


straighten itself out. However as speeds increase, even the flats seem to be getting a lot smaller. 





by Roger Huntington, SAE 


HERE are very few places in the world today where you 

can drive a really fast car flat out with a high degree of 

safety. Top-speed jobs out-grew normal highways forty 
years ago. (The Germans clocked as high as 270 mph on a 
superhighway in the late '30s, but only at the price of one 
fatality and a couple of near-misses.) No, for today’s speeds 
we need wide open spaces—as much width as possible, a 
course length of anywhere from four to twenty miles can be 
used; we need an extremely smooth, level surface, and a 
high traction coefhcient between the course surface and an 
automobile tire. 

There’s no such place in the world today, but the two best 
compromises are apparently right here in America—the 
Bonneville Salt Flats in Utah and Daytona Beach, Florida. 

With NASCAR's annual Daytona “Speed Week” and 
Southern California Timing Association’s Bonneville Na- 
tionals getting bigger every year, the poor auto enthusiast is 
being bombarded by “records” from all sides. He hardly 
knows what to swallow and what to chew. The big Detroit 
manufacturers, jumping into past years’ Daytona events to 
pitch a little publicity hay, haven’t helped matters any, 
either. Not only have the ad men exaggerated certain records 
and performances out of all proportion to their real im- 
portance, but emphasis on Daytona Beach as a speed course 
for the “big-time” boys may have left the impression that 
it’s greatly superior to Bonneville. How about a yardstick 
for comparing performances turned on the two courses? 
et’s do a little sifting... 

Noboby is claiming that Daytona is suitable for super- 
speed cars anymore—or, say, over 200 mph cars. Campbell 
all but killed himself when he turned 276.8 mph with his 
Bluebird back in 1935. The big six-ton monster took off like 








































Look at all that room. The salt ts usually quite damp 
and does not give a solid tire bite. Tire traction is 
about equal to Daytona sand; however it doesn’t dig up. 





This ts what happens to tire traction when the sand 
starts to get loose. It digs up just like gravel. 


a kiddie car on the dips in 30-foot leaps, zigzagged on the 
course, knocked down marker flags, and just barely threaded 
a 42-foot opening under a pier near the north end of the 
beach. Daytona is not smooth enough, wide enough, nor 7 


long enough for this heavy artillery. (Actually, NASCAR 
uses only about five miles of the south end of the beach for 
Speed Week, but 9 to 11 miles have been used by the old 
record-breakers.) 

How suitable is Daytona for speeds under 200 mph? 

A lot depends on the weather. The beach surface is very 
sensitive to weather and wind conditions—much more so 
than Bonneville. Campbell had to wait as long as eight weeks 
at a stretch for beach conditions suitable for speeds in the 
neighborhood of 250 mph. Practically the whole first week's 
program was wiped off the Speed Week calendar last year 
because of bad beach conditions, necessitating a crowded and 
generally unsatisfactory schedule the second week. This is a 
little-publicized problem of the Florida speed course — 
(maybe because they’ve been fantastically lucky in the past!) . 

What happens is this: there must be a fairly stiff wind in 
a more or less coast-wise direction (parallel with the shore 
line) that will blow the surf in circular swirls, This levels and 
smooths the sand just like you’d work concrete with a trowel. 
An off-shore wind blowing nearly vertical to the shore line 
will just cut dips in the beach. Under the worst conditions 
these dips are about 50 feet between crests and maybe 15 
inches deep. Speeds over 40 mph will throw you out of the 
seat. 

On the other hand, too much: wind parallel to the shore 
line will set up small ripples in the sand across the course. 
These aren't dangerous at speeds below 150 mph, but the 
tires tend to plow through them rather than glide over, and 





Finish of the standing quarter at Daytona. Frequently 
cars must evade pools of water to cross the pneumatic 
tube finish line, often misplaced as much as 8 feet. 


The two most famous record courses in the world 


are right here in the U.S.A. Here’s how they compare. 
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ATAA crew at tts post, timing official 
runs. Note precise arrangement of 
timing stand, tower, and equipment. 





Daytona boasts excellent facilities 
for both people and cars; DePaolo 
Engineering Fords at their garage. 
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When tires pass over pneumatic hoses, elaborate mechanism inside NASCAR tower records the times of day at both ends. 
(| Hours, minutes and seconds are computed—mathematically—then are converted into mph—to nearest thousandth, (Oh!) 


this extra drag can easily knock 5 or 10 mph off your speed. 
(One way to fight this “ripple drag” is to use softer shocks, 
to allow the wheels more up-and-down freedom.) 

Anyway, you can see that Daytona Beach, as a speed 
course, is pretty much at the mercy of Mother Nature—and 
it will be obvious that a “perfect’’ beach is a rare animal. 
When you get one you've got a very smooth, level, firm 
speedway; quite safe and reliable, I think, for most any car 
up to 200 mph. Most serious limitations then are width and 
hardness. At low tide—a condition that can be figured on 
only for two one-hour periods in each 24—we have at least 
100 ft. between soft sand and the water. This doesn’t leave a 
lot of room to move around especially if control of the car is 
lost due to a sudden sidewind gust, steering failure, blowout, 
etc. A number of world record cars crashed into the soft sand 
and into the water when the drivers lost control for one 
reason or another, The danger is increased by the more or 
less soft consistency of the wet sand surface. If a tire blows, 
the wheel will tend to dig into the sand and flip the car, 
rather than just skid to a stop. This has happened, too. 

Safety-wise, we’ve got to rate Daytona well below Bonne- 
ville. 

\ vital factor in all performances turned at Daytona is the 
rolling resistance of the tires on the sand surface. Some 
drivers say they can even tell by the seat of the pants that this 
is holding them back a lot; others disagree—say the sand is a 
lot of driving on pavement. Our tests, using an acceler- 
ometer to measure the deceleration of the car at various 
speeds when coasting on the sand, suggest that—with a given 
tire, load, speed, and inflation pressure—total rolling resist- 
ance on the beach is roughly three to four times what it would 
be on hard pavement. 

The sand is not as solid as it looks and feels, It’s wet, and 
it packs down under pressure. This packing is not apparent 
when the tire is rolling, but as soon as the car comes to a 
stop the tire will slowly sink down a fraction of an inch. 
Actually, this packing is present to some extent when the 








car is moving, and the resulting “bow wave” effect ahead of 
the tire causes the extra rolling resistance. At higher speeds 
the tires seem to get into some kind of “planing” condition, 
where the packing is reduced, and the drag increment ap- 
parently levels off some. In other words, the added rolling 
drag seems to be greater at low speeds than at the top end. 

(Incidentally, tricks that reduce rolling resistance—high 
inflation pressures, special racing tires, thin treads, etc.—are 
especially effective on the beach. The Firestone “Bonneville” 


tire, pumped to 60 psi, was the talk of the town at Daytona. 


Chen there’s traction, This can depend a lot on beach con- 
ditions, too. The damp sand close to the water is quite solid, 
and traction is fair. Surprisingly enough, it doesn’t dig up 
badly where the cars blast off from a standing start. But if 
dips in the beach force you up onto drier sand, there’s no 
bite; the stuff throws around like so much gravel, and trac 
tion takes a nosedive. Tests show that the effective traction 
coefhcient, under good conditions, will run in the neighbor 
hood of .55—or roughly two-thirds of what you would get 
on dry pavement. Slicks and cleated treads will help — (Dun- 
tov had “Town & Country” treads recapped on Firestone 
“Super Sports 170” casings for his record Corvette) — and the 
same rules about holding down wheelspin that apply on 
pavement seem to apply here; the less spin the better. Trac- 
tion isn’t so bad, though, that it would pay to load down 
the rear end of the car with ballast. 

Actually, in my opinion, standing-start acceleration tests 
on the beach are useless and inconclusive. No car can even 
approach the times it could turn on pavement under similar 
conditions. Not only are they sacrificing traction, but the 
rolling resistance factor is holding them back all the time. 
The worst part about it is that this traction and rolling drag 
are greatly influenced by car weight, tread pattern, inflation, 
and tire size . . . so these secondary factors can have more of 
an influence on the standing-mile time than horsepower and 
driving technique! It’s a big waste of time for my buck. 

But Bonneville is another story. 


(Continued on page 52) 



































J. Otto Crocker, grand old man of timing with clock 
unit and the glow-tube electronic timer, accuracy 
attested to by Bureau of Standards to milliseconds. 


_ “ 


In spite of skid marks at starting line, salt is not torn 
up. Occasionally, however, surface must be scraped. 





Top speed/elapsed time Chrondek unit, similar to 
Bonneville’s, is extremely accurate and available. 
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HE Pierce was a delight. Its original 
coachpaint was flawless: a deep, rich, 
maroon with delicate apple-green 
striping. From its even, ruby glow it was 
obvious it had never known the scrape of 
a fender, or, it seemed, even the patter of 
a hostile raindrop. Its brasswork glittered 
in the afternoon sun, and from its double 
set of windshields the reflection was daz- 
sling. A grey-uniformed, grey-haired chauf- 
feur, no bigger than a jockey, opened the 
hood for us. “A truly magnificent ma- 
chine,” said the elegantly tailored young 
man who had invited me to park my 
Stutz and inspect the Pierce. 

I was a little startled. | hadn’t heard an 
automobile called a “machine” since I 
was a boy. 

“Start the motor, Perkins,” said the 
young man. 

Uhe little chauffeur hopped nimbly be 
hind the imposing oak-rimmed 
With levers almost as long as his arms he 


wheel. 


adjusted the spark and the mixture. Turn- 
ing on the ignition, he caressed the gear- 
change to make sure it was in neutral, drew 
back the massive hand brake without let- 
ting it rattle along the quadrant, then 
bounded out and flicked the crank. The 
huge phaéton quivered into life. Its engine 
note was joyous: the low, throaty chuckle 
of a living creature glad to be alive. I was 
impressed and showed it. 

The elegant young man bowed slightly 
and flicked a particle of city grit from the 
mudguard with- his handkerchief. “I see 
you appreciate a fine machine,” he began. 
“Of course, maintenance is the secret 
I'm rather a fanatic about maintenance.” 
He had an intense, other-worldly look in 
his eye, and I had figured he was a fana 
tic about something, though I didn’t ex 
pect his monomania to be anything as 
harmless as automobile maintenance. 

“This motorcar was my father’s,” he 
continued. “It’s been maintained — with 





skill and devotion, if I may say so—since 
the day it was delivered to this very spot 

right here 
looked down, as though to find a trace 
of the vanished forty-three years. “I be 


forty-three years ago.” He 


lieve it was brought alongside this very 
curbstone.”” He tapped the Fifth Avenue 
granite with a shoe that couldn't have 
come from anywhere but Jermyn Street, 
London. “There haven't been any road 
repairs here, have there, Perkins?” 

“Not in my time, sir.” 

“Good.” A look of almost maniacal sat 
isfaction came over the young man’s face 
“This curbstone is original,” he murmured, 
“maintained 
still shows no signs of wear. Ah, restoration 


Heaven knows how long. It 


is all very well,” he continued; then, casting 
a furtive, embarrassed look at my Stutz, he 
added hastily: “I mean—well, it’s the only 
thing one can do in certain circumstances.’ 
He put his hand on my arm, to soften the 






blow his next words were supposed to pro 
duce. “But you'll agree that maintenance 









ff Restoration has its points, 


but there are some things you just can’t restore 


by Merwin Dembling 


from the very 
better.” 


beginning is definitely 


I did agree. He seemed relieved. “You 
may put the car away, Perkins.” 

“Very good, sir.”” Perkins eased her into 
first, the joyous chuckle became a bit more 
pronounced, and the vehicle progressed 
majestically up Fifth Avenue, turning east 
into the next sidestreet. As we watched it 
reverently, the elegant young man chanted 
his mystic formula: “They just don’t build 
things like that nowadays.” 

Nevertheless he was courteous about my 
Stutz, which looked crude and _ill-bred 
alongside his Pierce. He even pretended to 
approve of all my restorations. “By the 
way,” he said abruptly, “my name is Hesel 
tine—Bradlaugh Heseltine.” 

i gave him my name. 

‘Happy to make your acquaintance. Can 
| invite you in for a drink? It’s only just 
here.” He indicated the ornate teak and 
wrought iron door of the mansion. 

Once we were seated in a pair of com 
fortable leather chairs in his library, he 
pressed a mother-of-pearl electric button 
beside him, and as we waited for the butler 
to make his appearance, he treated me to 
a little more homespun archaeology. “Yes,” 
he purred, “a fine, a venerable old cocktail, 
the martini. And very American, too. 
[he old drinks make the best refreshments 
Old recipes make the most delicious dishes. 
I’m rather proud of my collection of early 
(American cookbooks, by the way—all in 
their original bindings and in perfect con 
dition. Tompion—that’s our family butle 

-Tompion looks after them. He looks after 
this furniture, too. Been in the family over 
a hundred years, and polished twice a week 
from the beginning.” 


“Tompion?” L asked in genuine con 
fusion. 
“No,” replied Heseltine wearily, “the 


furniture. They don’t build stuff like this 
nowadays.” 

There was undoubtedly something in 
this maintenance business, but as a subject 
for endless conversation it left a bit to be 
desired. I decided to have my martini 
spend a polite few minutes listening to 
my host’s talk of pure beeswax and lemon 
oil, and beat it 


However, the martinis led to an invi 
tation to an enormous and elaborate din 
ner; the dinner led to brandy afterward, 
and then to whiskey and soda by the fire 
side in the library. As we talked—or rathe) 
as he talked 
going on in the background; a funny mix 
ture of grand opera and old, old-time New 


there was some fine music 


Orleans jazz. Uhe combination sounded 
odd at first, but as the evening progressed 
it developed a haunting, out-of-this 
worldly tang 

I sat back, and as he talked I tried to 
recall some of the Heseltine lore I had 
picked up merely by being born and raised 


in New York. Bradlaugh Heseltine, I knew, 





was the last of his line. The family man- 
sion, built during the Renaissance craze of 
the 1870's as an idealized French chateau, is 
one of the last—or possibly the last—of the 
great Fifth Avenue residences to be ten- 
anted by its original family. The shack 
next door, a scale model of the Palace of 
Fontainbleau, is now an expensive secre- 
tarial school, and on the other side, in a 
replica of the Florentine Uffizi, one of those 
heavily-endowed boondoggles has its head- 
quarters. This one calls itself “The Inter- 
collegiate Posture Improvement Council.” 

Everyone has seen the Bradlaugh Hesel- 
tine collection at the Metropolitan 
Museum of Art. “My great-grandfather’s 
accretions,” says Heseltine. Schoolchildren 
congregate about the lifelike group of 
eternally snarling stuffed tigers at the 
Natural History. 
Few of them bother to read the card, 
which Says: Shot by Bradlaugh Heseltine, 
Esq. “My grandfather.” Presented to the 
Museum by Mrs. Bradlaugh Heseltine. 
“Poor grandmama—it was the only way she 
could get them out of the house!” 


American Museum of 


Heseltine’s own father’s philanthropies 
took up quite a bit of newspaper space a 
few years ago, when an expedition financed 
by the Heseltine Foundation, digging neat 
the Red Sea coast for the remains of a 
biblical port, discovered oil, while a field 
crew of Heseltine and Co., prospecting fon 
oil a hundred miles inland, came upon the 
remains of a biblical port. 

I found it difficult keeping the various 
Bradlaugh Heseltine generations apart in 
my reverie, and came to the surface long 
enough to ask why they weren’t numbered 
—Bradlaugh Heseltine Il, Bradlaugh Hes 
eltine IV, and so on. 

“We aren't reigning 
know,” he replied amiably—he would be 


monarchs, you 


1V—‘and if you insist upon distinguishing 
numerically between us, there is always 
HEseltine-3 and HEseltine-7 

“Must 
name.” 


seem odd, dialling your own 


\ slight coldness came into his tone 
“One has no acquaintances in the ah 
Borough of Queens. And furthermore, | 
don’t dial.” 


I didn’t get the real significance of this 
until much later that night, when Brad 
laugh drew aside a curtain and called to 
the stables to have my Stutz brought 
around. He used a shiny but ancient wall 
telephone, with a crank that made a whi 
ring noise as he spun it. 

He gave me the creeps right from the 
beginning, but I saw him often. He prac 
tically forced me to borrow the Pierce 
once or twice a week, and once when I 
mentioned that my Stutz took a lot of 
shoulder—mine, not the road’s—in corne: 
ing, he had Perkins produce from the 
stables a perky litthe Amilcar two-seatet 
torpédo. “My father brought this back 
from France with him alter the war,” he 


(Continued on page 64) 
















The Old Man just turned on the tap, and there it was— 
exactly what he needed to win, His mechanics lifted 
him out of the car and carried him on their shoulders. 


FANGIO'S 
GREATEST RACE: 
4k GERMAN 
RAND PRIM 
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HE 1957 German Grand Prix will most certainly go 
down in history as not only Juan Fangio’s greatest 
race but one of the most exciting European Grand 

Prix ever held. Four Championship events had gone before: 

Argentina, Monaco, Rouen and Aintree; Maserati with 

Fangio had won the first three, Moss in the Vanwall talking 

the Grand Prix of Europe at Aintree. Thus it had been 

Fangio practically all the way, driving the 250F six cylinder, 

a car that has been in development and refinement for over 

three consecutive years and which in 1957 appeared with 

a newer and lighter space frame, The 250F Maserati, should, 

if Maserati development work is any criterion, be sort of 

falling by the wayside, as Alfieri and his staff at Modena 
have been spending practically all of their skull-bending 
lately on making the 4.5 V-8 sports car reliable, and trying 
to make Alfieri’s brain child, the new 21% liter v-12, go. 

Up to now it has been a big disappointment despite all their 

efforts. 

In preparation for the Nurburgring race, Masers spent an 
afternoon on the circuit at Imola just a few miles south of 
Bologna; Fangio tried both the twelve cylinder and the six 
cylinder monopostos, but was clearly faster and happier in 
the six cylinder machine. He broke the lap record at Imola, 
a challenging twisty road circuit with certain of the corners 
setting up conditions similar to those encountered at the 
Niirburgring. Accordingly the twelve banger was left behind 
when the Maserati trucks departed for Germany with their 
load of 250F six cylinder cars, 

First day of training was on Friday the 2nd of August. 
Weather: fantastically beautiful for the Nirburgring, as 
rain and fog are more common occurrences. Considerable 
resurfacing had been done over almost the entire circuit, 
and experts believed this meant a decrease of at least ten 
seconds over past lap times, despite the fact that the stretch 
past the start -- finish line and down past the grandstands 
remained as before — wavy, uneven concrete that made a 
Grand Prix car almost leave the ground as it cleared the 
brow of the slight rise leading onto the pit straight. 

Driving for Maserati was, of course, Fangio, as well as 
Jean Behra, Georgio Scarlatti and Harry Schell. Ferrari had 
Collins, Musso, and Mike Hawthorn in three of the latest 
Ferrari-Lancias with coil springs at the front and ball-joint 
wishbone front suspension, but looking much sleeker with- 
out the fake pannier side tank shrouding. Carburetor posi- 
tion had been altered, with the 4 double-choke downdraft 
Solexes sitting almost on the vertical again, further testing 
at Maranello having apparently shown that they were get- 
ting no great power increase with the carbs canted inwards, 
as they had been placed earlier in the year. 

Lap times in the two practice sessions were interesting; 
they clearly demonstrated the superiority of the Maserati 
over the Ferrari. On the ‘Ring, in 1956 Collins was very 
nearly Fangio’s equal, but in 1957 he could do no better 
than 9 min. 34.7 seconds; it was left to Hawthorn to pre- 
serve the Ferrari honor by turning in the Scuderia’s best 
time of 9 minutes 28.4 seconds. Fangio was, of course, fastest 
in training with 9 minutes 25.6 seconds. This is an average 
speed of 145.2 kph or just a hair over 90 miles per hour. 
Now to average 80 on the Niirburgring is no small feat; 
but 90 plus is practically super-human. And the amazing 
thing about Fangio is that he was able to go faster and 
faster by just turning on the tap, so to speak. There would 
seem to be no impenetrable sound-barrier for Fangio, and 
he proved this over and over again during the race on 
Sunday. 

But to get back to training for a bit, the only serious 
opposition to Ferrari and Maserati came from Tony 
Vandervell’s splendidly turned out Vanwall team. The 
Vanwalls were fresh from their greatest victory in the Grand 
Prix of Europe at Aintree, two weeks before, and Stirling 























It was hub to hub, nose to tail all the way after The Old Man 
stopped for fuel. And when it was all over, so was the fight 









for the championship... the lap record dropped 17 seconds. 
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You can see the big grin on Fangio’s face as he is 
flagged to his fifth World’s Championship ina row, 
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: Bare es 
This is the way it was after Fangio’s pit stop: 
Hawthorne(D-50), Collins(D-50) and Fangio( Maser). 





Fangio, who started with a half-full tank, made a 
53 sec, pit stop that cost him the lead by 33 sec. 
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Moss, still suffering from the after-effects 
of a bout with a serious sinus infection, 
capped it off with a case of food poisoning 
that laid him low for most of the days 
prior to coming to the Niirburgring. But 
Stirling’s luck had turned at Aintree, 
and despite the physical ailments he had 
a new aura about him. The Vanwall team 
had high hopes for victory. Only a few 
laps in practice, however, and their con- 
fident smiles disappeared as they got 
down to some real suspension sorting-out. 
It seemed that the car was practicaily un- 
manageable at anything close to the 
speeds of their competitors. Stewart Lewis- 
Evans said that the high plexi-glass cock- 
pit shrouds were practically punching him 
on the side of the face as he was flung 
about in the car around the ’Ring; Stir- 
ling said that the shaking up he was 
getting should make his food poisoning 
germs leave him in sheer fright. In the 
Karusell it was practically impossible to 
take the proper line—that is to put the 
left wheels into the “ditch” and put your 
foot in it. With the Vanwall, too much 
gas made the rear end just come right out 
of the Karusell and Lewis-Evans said that 
it was a real job to hold the car in. What 
the team should have done, was to have 
come to the Niirburgring a week before 
with sets of different spring rates and 
shock absorbers so that the handling dif- 
ficulties could have been ironed out prior 
to actual race week end. As it was, how- 
ever, their best practice time stood at 
936.1, set by Tony Brooks. Both Ferrari 
and Vanwall were having shock absorber 
difficulties, but by Sunday morning Fer- 
rari had apparently sorted things out 
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Steward Lewis-Evans in the Van- 
wall, which arrived late, had shock 
absorber trouble, and didn’t finish. 





Masten Gregory drove the fastest 
of the private entries, the Scud- 
eria Centro-Sud Maserati, to 8th. 


enough so that they could utilize their 
car’s full performance. 

To no one’s surprise the BRM was a 
no-show at the ’Ring. It has been a no- 
show for practically the whole season, and 
the whole project seems to be getting no 
where fast. The untimely death of “Mac” 
Fraser at Reims in the Formula II race 
early in July was a blow to BRM, foi 
“Mac” had just signed on as a driver fot 
the English racing team. Jean Behra had 
driven a BRM to victory at a small French 
Formula I race at Caen, one week prior to 
the German GP, and he had unsuccess- 
fully urged them to bring several cars to 
Niirburg. Many people felt that it would 
be better for them to start in an inter- 
national GP rather than finish a_ local 
event at a speed which did not stress the 
car anywhere near the limit. 

The rest of the field consisted of pri- 
vately owned Maseratis. The fastest of 
these was Masten Gregory’s —a Scuderia 
Centro-Sud car. 

Masten turned 9’51.5 seconds in train- 
ing in a car that was several years oldet 
than the factory cars driven by Fangio 
and Behra. Scuderia Centro-Sud is owned 
and operated by the Maserati dealer in 
Rome, and he has signed Masten for sev 
eral European Formula I events in 1957. 
Gregory’s car, painted white with a blue 
center stripe, gave a surprisingly good 
account of itself in practice. 

Run in conjunction with the Formula 
I event, was a race for Formula II (1500 
cc) racing cars. This evolved into a battle 
between Roy Salvadori and Edgar Barth, 
Salvadori piloting a twin cam Cooper- 
Climax; Barth (former East Zone AWE 








driver and now working full time for 
Porsche in Stuttgart) was in the factory 
Porsche RS—the Le Mans car with the fins 
at the rear and the new deck-lid oil cooler. 
The Formula II Ferrari did not start, 
despite its excellent showing at Reims 
three weeks earlier when it trounced the 
English opposition. Barth won after the 
Cooper packed up. 

The starting grid had four cars abreast 
in the front row at 1:15 Sunday afternoon. 
Fangio had the “pole” position; next to 
him was Mike Hawthorn in a Ferrari; at 
Hawthorn’s side was Behra in a car simi- 
lar to Fangio’s; and on the far left was 
the Ferrari of Peter Collins. Behind them 
was Luigi Musso’s Ferrari and two Van- 
walls, piloted by Moss and Brooks; the 
third Vanwall with Lewis-Evans at the 
wheel another row back with Gregory's 
Maserati and behind all these was the 
multi-colored hodge podge of racing cars 
that always make up the last few rows of 
a European starting grid. 

The start itself was excellent. No one 
jumped the gun; none of the organizers 
were run down (which nearly happened 
at Reims where Jean Behra had to brake 
at the start when M. Roche, head of the 
Automobile Club of Champagne, ran in 
front of the already rolling cars to chase 
away some photographers). Collins and 
Hawthorn got into the lead closely fol- 
lowed by Fangio, and as the cars roared 
off, the two Ferraris were showing thei 
tails to the world champion’s Maserati. 

Nine and a half minutes later and the 
opening lap of the 22 was completed. It 
was still Hawthorn in the lead, but more 
than ever it was Fangio in third place 













































































































Photo: Ernst H. E. Richartz—Mainz 























snapping at their heels. Mike turned his 
standing lap in 942.5”, then his next in 
9’37; but by that time Fangio had over- 
taken Peter Collins and halfway around 
on his third lap, had passed Mike and put 
himself in the lead. The two Ferraris, 
relegating themselves to another “‘proces- 
sion,” tried as hard as they could for the 
next eleven laps but were forced to play 
follow the leader. At this point, Maserati 
race strategy made itself apparent, for 
first Behra came into the pits for refuel 
and tire change. Ugolini had decided to 
start both Fangio and Behra with half- 
filled tanks, while the Ferrari team man- 
ager Tavoni decided to push through all 
the way without refuelling. On the twelfth 
lap, Fangio came screeching into the pits, 
lept out of the car as the rear wheels were 
jacked up and the fuel funnel jammed 
into the tank filler. While fuel was 
pumped into the 250F Maser, Juan had 
just time for a quick drink of water and 
a wipe at his dirty goggles. For 53 seconds, 
Fangio’s car was stationary; and while it 
was being serviced, Hawthorn and Collins 
roared by — into the lead of the German 
Grand Prix. Collins turned 9’ 28.9 in his 
twelfth lap, driving as hard as he knew 
to stay ahead of Fangio, who was now 
back in the race and just thirty-three 
seconds behind the Ferraris. 

Now, no ordinary Grand Prix driver 
could possibly do what Fangio was about 
to do. With over a half a minute separat- 


ing him and the two charging Englishmen 
in their Ferraris, Fangio began noncha- 
lantly to knock off over six seconds every 
lap until he chopped the gap down to 20 
seconds; on the 18th he turned a sensa- 





mh, te 


tional 9’ 25.3—a time faster than his best 
practice lap. On the next time around, the 
19th, he was clocked at 9’ 23.4”. Then, with 


only three laps to go, the Argentine 


“Weltmeister” proceeded to do the impos- 
sible. On a circuit that was by this time 
slippery with oil and rubber, the Old 
Man circulated around the Niirburgring 
in exactly 9 minutes 17.4 seconds, an aver- 
age speed of 91.84 mph. As he finished his 
record lap, the three cars roared by the 
pits in a tight group with the two red 
Ferraris still leading, if only by a hair, 
the galloping Argentinian. As the cars 
braked, downshifted and went into the 
Sud Kurve almost as a solid unit of red, 
we waited in almost a near panic as they 
rounded the corner and came charging 
up the back straight past the rear of the 
pits. Fangio was about 25 feet behind 
Collins, with Mike about half that dis- 
tance in front of his teammate; as they 
went by the rear of the timing stand both 
Ferrari drivers had lifted their feet and 
were braking for the corner coming up 
fast, the banked left-hander that takes you 

up and over, then a hard left, again 
down into Hatzenbach forest. 

Fangio left his braking for perhaps 
three seconds later than the Ferraris; he 
rushed up behind them into the corner, 
braked really hard, then with a lightning- 
like downshift, had his foot on the gas 
again. As the three cars went into the 
north curve together, he stuck his nose on 
the inside of Collins’ car, roared on 
through, slid up onto the grass verge on 
the outside of the corner, and then like a 
shot was off after Hawthorn, who by now 
was not fifteen feet ahead of him. 


Toward the end of the race, it looked as though Mike 
Hawthorne had it put away; nonetheless he drove just as 
hard as he could, Every turn became a four-wheel drift. 


Mike tried as hard as he knew how. The 
Old Man was practically breathing onto 
his rear view mirror; together the Ferrari 
and the Maserati swept through Hatzen- 
bach and down the long hill to Quiddle- 
bach and Flugplatz. Schwedenkreuz, the 
very dangerous Aremberg, twisting and 
turning; then flat-out downhill to Fuchs- 
rohre and Adenauer-Forst; then more 
down hill for five and a half long miles, 
averaging better than 91 mph. Fangio 
dogged Hawthorn until finally, at Breid- 
scheid, the Old Man nipped through and 
was in the lead. 

As Fangio crossed the finish line the 
ninety odd thousand spectators were on 
their feet en masse—truly a Grand Prix 
to end all Grands Prix. Fangio’s record 
lap of 9’ 17.4 was a time thought impos- 
sible just a year ago. And today Fangio 
had pulled it out of the hat as if it were 
a routine training lap. Any one who 
knows the Niirburgring knows what 9 
minutes 17.4 seconds means; it’s a feat 
unparalleled in the history of motor rac- 
ing, and one which every one present felt 
honored to have witnessed. 

The scene at the end was unforgettable 
Fangio was lifted out of the car, picked 
up bodily by his mechanics and carried 
on their shoulders to the stand of honor 
Standing there alone for a minute, tired 
but wonderfully happy, he began calling 
for Hawthorn and Collins, and above the 
din of the shouting photographers one 
could hear the slight, high-pitched voice 
of Fangio calling out for the Ferrari driv 
ers to share his honor 


(Continued on page 58) 


Peter Collins gets some pleasant, authoritative 
dope on ancestors of the D-50 he later drove 
to third place. Now we know our stuff gets read! 
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Ford’s Zephyr is not a small car, but is more appropriately called 
compact. It appears to be only slightly smaller than the U. S. Ford. 


NI 


Even while turning, the car ts sure-footed at all speeds. Brakes 
are good, even by sports car standards, and steering is quick. 





CAPSULE ROAD TEST: 


-ORD'S ZEPHYR 


LTHOUGH this specifically is a test report on the new 

English Ford Zephyr, a great many of the observations 

that follow apply equally to the new Consul and 
Zodiac. All three cars are much larger than previous models, 
they have the same basic body shell in common and, most 
important, the same admirable engineering philosophy, The 
Consul ($2012 Port Of Entry base price) is powered by a 
104 cu. in. (1703 cc) ohv four-cylinder engine. The other 
two cars are about nine inches longer and two additional 
cylinders of the same bore and stroke as the four give them 
a swept volume of 156 cu. ins, (2553 cc). POE base price of 
the Zephyr sedan is $2193. The convertible costs about $400 
more and the Zediac sedan’s POE tab is $2365. 

There is nothing about these cars to suggest transatlantic 
origin. In fact, if they had been designed in Dearborn (they 
probably were) instead of in Dagenham, they could not be 
more precisely suited to the requirements of the Stateside 
motorist who has had big cars but for whom little cars have 
no appeal. These larger EnFo products are in between—they 
are compact cars that offer all the comforts of the large 
Detroit machine but without its excesses of weight, mass, 
appetite, initial cost and all the rest. They genuinely deserve 
to be termed rational designs for individual or family trans- 
portation. Their success on the U. S. market should be 
limited only by supply and by the extent to which Dearborn 
is interested in having them compete with the home-made 
product. 

Wherever it was seen our test Zephyr was admired by 
men and women alike for its good looks and clean lines. 
Wiseacres had no chance to rib its size: pulled alongside a 
current U. S. Ford the Zephyr looks only slightly smaller and 
every bit as sharp. It does not look “foreign” but blends right 
into the American scene, It could have been made to look 
sleeker and longer by being made lower, but its designers 
resisted this. The Zephyr is a full five inches higher than a 
'57 Dearborn Ford but its overall form is so harmonious that 


30 


this greater height is only noticeable in a side-by-side com- 
parison, It pays off in great ease of entry, minimum shaft 
tunnel intrusion, loads of foot room and almost unheard-of 
head room. The car welcomes its occupants instead of chal- 
lenging them. 

The chair-height character of the Zephyr’s seats is related 
to the entire bedy to make the seating position ideal. Vision 
is almost unimpaired for the full 360 degrees in the sedan 
and the gently dropping hood line permits a view of the 
road very close to the front of the car. The height of the 
seat, plus four inches of fore-and-aft adjustment in just the 
right range, plus just the right inclination of the steering 
wheel, makes the Zephyr a natural fit for drivers of widely 
varying stature. It can be worn in comfort like a suit of well- 
fitting clothes. 

All this is testimony of intelligent, painstaking body en- 
gineering, but in the chassis and engine this competence and 
care shine even more brightly. At its 600 rpm idle the engine 
is absolutely smooth and it stays that way all through its 
speed range. The valve train is so designed that engine revs 
are automatically and firmly governed at 4600 rpm, 200 rpm 
above the horsepower peak. Thus, when it’s working as hard 
as it can this engine still is loafing at a piston speed that is 
almost ridiculously low. Its compression ratio is modest and 
so is its output in relation to displacement; the engine simply 
isn’t stressed. 

At the same time the 2.5 liter engine’s displacement is 
large enough that the Zephyr is far from being short ou 
power. In spite of its low numerical axle ratio of 3.9 it has 
gobs of pulling power at both low and high speeds. From 
zero to 30 mph—the important getaway range for city traffic 
—it can stay with most of the hot ones. From zero to 60 it’s 
a match for anything remotely in its class and just one sec- 
ond slower than a famous rear-engine sports car. From 60 to 
75 it still packs a healthy passing thrust and in the next ten 


(Continued on page 59) 








PERFORMANCE 
FORD ZEPHYR COUPE DE VILLE. 











TOP SPEED: 
Two-way average .............. 82.8 mph 
Fastest one-way run ............ 84.1 mph (4600 rpm) 
ACCELERATION: 
From zero te Seconds 
Wir A Dakss dclaa vin 4< plea . 
as he cies « ck «0 'kt 6.8 (Shift to II at 30 mph) 
CS... lel pide wep eevee 4 
EN Ui «bd c oieis ae Bw'ee ene 16.0 (Shift to III at 50 mph) 
SS aL ods ap ncn «0:0 'b% oad 6 
3.5 <6 6g cieien vue dinvecne 8s 37.7 
Standing % mile .......... pee 205 
Speed at end of quarter ....... .65 mph 
SPEEDOMETER CORRECTION: 
Indicated Actual 
MME SU eISS sup bean a ecstu ck de 27 
RRR Aas k CaN ee hes ane ca cs 36 
EAR AEE Se 5 CRS eS 46 
MRI Ss wnt cha tl alain <4 oe 2 sro 55 
Ms as chs bos eds ok woe wk 64 
Rn, os es ebb ei oaccw awe 73 
MMR Darl hs a Oe NGS 64k oni>acaee 82 
FUEL CONSUMPTION: 
Hard driving 
(during speed runs) .......... 17.6 mpg 
Average driving 
(under 60 mph) .............. 23.4 mpg 
Average for entire test ......... 19.2 mpg 


BRAKING EFFICIENCY: (10 successive emergency stops from 60 mph, 
just short of locking wheels) : 











SL ee ee a 65 
SN he eine sas 5 ola Unw oem 400 0 60 RE, oe EE a ee ta 60 
DE cree rn. . oe \ a ehakioce dss 61 Ne aan bokeh Uvad one wen ook aeene - 
Soe amA thesro  g. i. eR eNDERG ss cee weed bases as 63 SE han pine awe ies vidss Cen 6 
Instruments are grouped before the driver, and there = ve Raabe open Te "Galtposen abs thbbbetee = + 50 
is plenty of room. A power operated top isan option. 
SPECIFICATIONS 
_ i POWER UNIT: 
aa <—w ‘ Oe ee ee Six cylinder, in-line. 
an Valve Arrangement ......... . Pushrod ohv. 
Bore & Stroke . 3.25 x 3.13 ims./82.55 x 79.5 mm 
Stroke/Bore Ratio .............. 0.96/1 
j Displacement . 155.8 eu. ins./2553 ec. 
f Compression Ratio ............. 7.8/1 
{ ES Aree Single-throat downdraft Zenith. 
‘ Max. bhp @ rpm ............... 86 @ 4400 
Max. Torque @ rpm ............ 136 Ibs-ft @ 2000 
0 iss os wiles bacecs de ee 600 rpm. 
; DRIVE TRAIN: 
Transmission ratios I ........... 2.84 
ae 1.642 
aa 1.00 
Final drive ratio (test car) ...... 3.9 
Axle torque taken by ........... Leaf springs 
CHASSIS: 
Wheelbase Shh a 107 ins. 
ME... cccwmeaes as sces 53 ins. 
NS SE ee 52 ins. 
eS ere IFS by vertical pillar & coil springs; 
anti-roll bar. 
Suspemeiom, rear ...........:... Semi-elliptic. 
Shock absorbers ................ Front—telescopic ; 
Rear—lever-piston hydraulic. 
NE RE ee a Worm & peg. 
Steering wheel turns L to L .... 3.25 
Turning diameter .............. 36 ft. 2 ins. 
I aos n o's wh VaR Ww é 6 Front—2 leading shoes; 
Rear—leading & trailing. 
Brake lining area .............. 147 sq. ins. 
er ee 6.40 x 13 tubeless. : 
The 156 inch (2553 cc) engine is not overstressed or (Loaded radius 11.875 ins.) 
overworked. It is, however, dwarfed by the battery. RATING FACTORS: 
a eee 0.55 
i Bhp per sq. in. piston area ..... 1.73 
4 Torque (lb-ft) per cu. in. ...... 0.87 
t Pounds per bhp—test car ........ 30.9 
Piston speed @ 60 mph ...... . 1730 fpm 
Piston speed @ max bhp ....... 2295 fpm 
Brake lining area per ton 
a eg ee eee 111 sq. ins. 
3 MPH per 1000 rpm ............ 18.2 
x 
= HOW THE COMPACT ZEPHYR COMPARES WITH THE BIG U. S. 
ses i wy FORD SIX, THE COMPACT RAMBLER, AND 
wo a THE LIGHT VOLKSWAGEN 
ai 
5 Vw Zephyr Rambler Ford 
Dry weight, Ibs. 1580 2500 2900 3470 
| Wheelbase, in. 94.5 107 108 116 
| Length, in. 160 180 191 202 
—, T = Height, in. 59 62 58 57 
Width, in. 60.6 ~ ky " 
—lFOR PHYRI— Turning Diameter, ft. 36 37.5 40. 
— .... Displacement, cu. in. 73 156 196 223 
o - Horsepower 36 86 125 144 
a Pounds per hp. 43.9 29.1 23.2 24.1 
Axle ratio 3.61 3.9 3.77 3.7 
SECONDS Brake lining area, sq. in. 80.6 147 150 180 
10. 15 20 25 30 35 Sa. ins. per ton 102.1 117.5 103.5 103.7 











MUI Technical Report: 


Storm From the Northwest 
| EAVE CHEVY SPECIAL 





i Larry Eave chooses off with an Aston Martin, itself no set-up competition, during the ’56 Tillamok (Ore.) Road Race. 


Gently sloping hoodline gives Larry excellent 
command of the road through hand-made 
windshield. 








By Peter Sukalac 


HE APPEARANCE in Northwest racing circles of a 

bright red roadster bearing a resemblance to several 

expensive European racing cars has set tongues to wag- 
ging. The most consistent rumor has it that a very wealthy 
Portland, Oregon manufacturer has taken delivery of a 
custom-built 4.9 with which he intends to waylay the Car- 
sten’s HWM, the Fogg Cad-Allard, etc., etc. The truth of the 
matter is that the sleek, hungry-looking job is the latest spe- 
cial built by Larry Eave, a lifelong resident of Portland, It’s 
true that the lines of the body had their origin in the land 
of red wine and buxom women, but other than that the guts 
of this one-of-a-kind road racing machine are as American 
as the Chevrolet automobile. 

Every hot blooded male that is lucky enough to spectate 
at, or participate in, a road event departs at the day’s end 
with an almost overwhelming desire to own “that fabulous 
Ferrari’. Essentially this is what happened to Larry. The 
only difference was that Larry didn’t want to buy one of 
Enzo’s screamers; he wanted to build a car that would stay 
with them. 

Ordinarily these day dreams, or rather after-race dreams, 
would go no further; but Larry is no ordinary guy. ‘Though 
he is now a white collar man, the business of building cars 
was not new to him. He had cut his pinkies on the over- 
stressed inserts of a couple of quick strokers run in the 
savage glare of the Bonneville salt. Even the sports car kick 
was not new. He had stuffed an Olds in a set of his own rails, 
and though it lacked road manners, it taught him a lot about 
suspension, metals and weight distribution. ‘The big differ- 
ence in the development of this car, compared with his other 
automotive ventures, was in the planning stage. 

Larry got together with Chuck Rich, a close friend, and 
Orville Withey, a crack machinist loaded with race car 





















Exhaust flows through enlarged 
ports into headers on either 
side; exits near rear wheels. 
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know-how. The three of them evolved a car design com- 
pletely original to sports car racing. The power plant for the 
car, a Chevrolet V-8, dictated to a great extent the basic lay- 
out of the frame. The size, placement, and bracing of each 
member was carefully considered before any attempt was 
made to start the actual construction of the car. 

When the plans were complete, the materials for the 
frame were purchased and the actual job of putting the 
frame together began. A pair of 4 inch diameter 16-gauge 
tubes were laid down for the side members of the backbone. 
The members were placed 22 inches apart at the rear, with the 
front ends 3 inches closer, forming a slightly tapered rec- 
tangle. The front and center crossmembers of 3 inch by 16 
gauge seamless tubing were welded in place after being lo- 
cated and modified, per the drawings. A piece of the side 
tubing was sectioned on the bias to form a rear crossmember 
that would kick up over the rear drive. Nothing more was 
done on the frame until the body, a Dick Jones SR100 fibre- 
glass shell, arrived and measurements were taken of the 
shell’s bulkheads and lower openings. A frame was then 
built from 114 inch by 16 gauge square material to carry the 
shell, as well as the steering, shocks, hydraulic cylinders and 
lines. 

The Withey-designed front suspension, consisting of a 





Larry watches Chuck Rich set 
valves. Ignition is Spalding 
centrifugal-advance-only unit. 





Cock pit is austere; yet com- 
fortable. Later, instruments 
and upholstery will be set in. 





straight two-inch tube suspended on a 9 leaf transverse 
spring, was shackled to a pillar fabricated from steel plate 
and welded to the center of the front crossmember. The 
design had been successfully worked out on a midget racer 
built by Orville some years before. Like so many of the good 
designs in racing, this layout was simple, yet light and 
strong. 

For lightness and, at the same time, strength, a set of Ford 
Model A rear axle housings were to be used for the rear axle 
and the Halibrand quick-change center section. These were 
shortened 31% inches per side. The modified axles and hous- 
ings were mounted on a pair of longitudinal torsion bars. 
Ihe rear radius rods could not be attached to the torque 
tube, since the latter was to be drastically shortened to ac- 
comodate the 98.5 inch wheelbase. Full floating anchors 
were made up and welded to the main frame. 

A ’55 Chevy Saginaw steering box was fixed to the body 
support frame on the right hand side of the chassis. The idea 
was to place the weight of the driver on the inside of most 
turns encountered in road events. A hand-made pitman arm 
reduced the steering to 2 turns from lock to lock. The steer- 
ing drag link and cross tube were made from 1g inch O.D. x 
eo inch Shelby. 

Larry found a good set of Dayton Center lock wheels in 
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Eave Special looks best from %/, 
rear. Pipes before rear wheels 
exit the exhaust from both sides. 
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Shortened Ford Model “A” axle housing joins 
with Halibrand quick-change rear to make 
up rear drive, Fuel tank holds 30 gallons. 


the shop of an old-time race-car owner. These were sent to 
Pico in Los Angeles where they were restrung to modern 
15 inch rims. While waiting for their return, the boys 
mounted a set of Bendix 11 x 214 inch juice binders to the 
front axle and a new set of 12 x 134 inch Ford brakes to the 
rear end. A set of 34 ton GMC truck spindles were machined 
to fit the front axles and Bendix back plates. 

Work progressed on the chassis to the point where the mill 
was due to be dropped in for a trial fitting of the mounts. 
Before installing the engine Larry pulled the thing apart and 
sent the crank assembly, a set of J. E. domed pistons, and 
the necessary rings and bearings out to be statically and 
dynamically balanced. Since the block was to remain stock, 
it was laid aside pending the return of these parts, and ex- 
tensive rework of the cylinder heads was begun. 

The intake manifold gaskets were lined up on the heads 
and the gasket openings scribed on the cast iron. A high 
speed grinder was used to clean out the ports to the scribed 
line. This procedure was repeated on the exhaust side of the 
heads. The grinder relieved and polished the combustion 
chambers and the under side of the valve seats. The exhaust 
valve seats were recut to take 1.625 inch valves, but stock 
intake valve sizes were retained. The heads were then fitted 
with the lightened and polished valves and “Isky” dual 
springs, which gave a total closing pressure of 200 pounds 
per valve. 


36 















The Dick Jones body offers 
small frontal area. Car will 


Ford box, with hydraulic clutch slave-link- 
age and neat rear mounts, is adapted to 
Chevrolet engine through a Wilcap housing. 


When the pistons and crank assembly were returned the 
mill was assembled with a new Iskenderian “Revmaster’”’ 
cam, a chopped 21 pound wheel, Edelbrock triple manifold 
and Spalding ignition. The pan was also enlarged to 10 
quarts capacity. 

An Auburn 10-inch clutch was bolted onto the flywheel 
and the power package held over the frame while the mounts 
were readied. A Ford side-shift box was to support the back 
of the power plant, so the two were bolted together (using 
an adapter housing) and dropped in place. 

The many tedious little jobs, such as wiring, fitting of 
hydraulic lines and headers followed, until finally, the rig 
was ready for the body it was to live in. With the help of 
many friendly hands, the shell was lifted over the frame built 
for it on the chassis. Once in place, holes were drilled in the 
shell to match those in the steel pads, and the two bolted 
together. Such body work as cutting and fitting the doors, 
trunk and windshield mounts followed. 

The cockpit was finished with “Zolotone”’, a finish used 
extensively in fibreglass boats. Upholstery was to be added 
later. A pair of Ford “Anglia” front seats were reupholstered 
and secured to the floor. Though austere and functional, the 
“office” was comfortable. 

When Larry thumbed the starter for the first time, the 
feeling of relief that came over his face when the hairy mill 
crackled to life was a sight to see. The engine was given a 


soon have an egg-crate grille. 
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Front-end includes a single transverse 
spring shackled on the left side, fixed in 
place on the right. Note action of shock. 


good shakedown, and then a short road test was run on the 
car. The acceleration bordered on the savage side, with the 
standing quarter being covered in 13 seconds for 105 mph. 
The 0-60 run took but 6 seconds, and the speedometer 
needle wiped the face in a steady sweep to a 140 reading. The 
engine reved happily through gears—plenty willing to exceed 
7200 RPM. Handling was excellent after several changes 
had been made in caster and camber. The car felt’ terrific 
when powered through the turns, and when broken loose it 
drifted with a feeling of stability and control. All up weight 
scaled 2000 pounds, with 48% front and 52% rear. * 

Though the actual proof of pedigree will come when he 
has a shelf covered with the loot won in road races, Larry 
feels that for the first time he has achieved what he originally 
desired in a special. More than warmed over, the Chevy mill 
is extremely flexible. It is just as happy shuffling along doing 
the lock step in traffic as it is reaching for those high road 
race rpm's, For those who cut their automotive teeth on Ford 
suspension and Franklin steering as Larry did, the ride and 
steering of this special leaves little to be desired. Even with 
a quick 2 turns lock to lock, the wheel can be turned without 
effort. And, unlike the usual roadster, the car takes to slow 
speed running over “pavé’’ without cushioning the kidneys 
off the rib cage. It runs as well as it looks. 


Peter Sukalac¢ 


Front brakes are Bendix units. Larry is con- 
templating a change to Chrysler disc units. 


































Eave’s Special uses Dayton-type center lock 
wheels. These are more rugged; yet are less 
costly than the usual Rudge-Whitworth layout. 
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HE term “coupe de ville’ certainly 

originated in France, but its recent 

associations have led Simca of Paris 
to prefer for this car the name “Plein 
Ciel”, (pronounced “plants-ee-el”) which 
means Open Sky. As the pictures show, 
the Aronde (Swallow) chassis has been 
draped with a delightfully smart two- 
seater coupe body which has styling fea- 
tures unobtainable elsewhere at such a 
low price. Some of the styling bits are 
quite useful to the driver, for instance, 
the wraparound windshield which is as 
distortion-free as any. With the large back 
window and the unframed, unsupported 
door windows, exceptional visibility is pro- 
vided on all sides. The moderately finned 
rear fenders assist i aiming while revers- 
ing, even as on American machines, while 
the sloped hood lets you see lots of the 
road up front. 

First driving impressions of the Plein 
Ciel, loaned to us by Paris Auto of Long 
Island City, was a stern reminder of the 
ill-effects of under-inflated rear tires when 
entering corners. The 23 psi recommend- 
ed just isn’t enough; for as the body heels 
over, you find the rear end will walk 
right over to the curbstone unless you let 
off all the steering lock you took on ori- 
ginally. Having quickly put this to rights 
(30 psi) we found that, far from being 
treacherous, the handling was very sport- 


We took our “Plein Ciel” around the course at Lime Rock—verdict: it’s a beautifully handling little car that rides well, corners 
well, looks good and is extremely comfortable. Though touring-sports mac 
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ing and a great deal of fun. Twisty, curv- 
ing sections of two lane roads through 
hilly countryside were discovered and 
devoured like so many pieces of cake. Feel 
of the road is there in pleasant modera- 
tion, but at no time does the Simca require 
a he-man attack on the steering; a fringe 
benefit that is related to low weight, per- 
haps. On fast, smooth corners, cornering 
seemed to be limited by the power avail- 
able (57 bhp). Although the tail could 
be tossed out by twitching the wheel, it 
was to no advantage, as the torque on tap 
was insufficient to overcome the increased 
drag 

For putting up fast lap times at the 
Lime Rock course, site of the test, the 
proper technique was to pitch it into the 
corner rather fast, using this side drag to 
slow the car down followed by a blast on 
the throttle all the way out of the cor- 
ner. An exception to this was the long 
sweeper after the finish line where the 
throttle had to be feathered in order to 
navigate the decreasing radius at the end. 
Che Plein Ciel is certainly forgiving of 
minor goofs and while not a competition 
car, it would be just the car in which to 
send a favorite daughter off to college or 
to supply one’s wife when she casts cov- 
etous eyes on the family race car. 

One of the outstanding features, aside 
from its good looks, is the really cavern- 





hinery, it’s a lot of fun to drive. 





LEN CIEL 


ous luggage space behind the front seats. 
It looks almost large enough to put people 
in, but evidently the factory decided not 
to cater to them, for it has a very hard, 
very flat floor. As a result anything from 
baby’s crib to a two week vacation supply 
of suitcases can be stored there — and tied 
down, too, as there are four brackets where 
straps can be attached. As if this weren't 
enough, there’s a good-sized trunk in the 
rear as well. 

The front seats are upholstered with 
corduroy over foam rubber, very comfort- 
able indeed, although a real chassis- 
smacker of a bump let the occupants bot- 
tom out, too. The corduroy really gets a 
grip on the seat of your pants, which more 
than makes up for the bench-seat con- 
tours. Three abreast seating is further en- 
couraged by a column gear-shift, but it 
seems Simca could have taken a page from 
Ford’s notes on good column shifts when 
they bought the latter’s French division 
a few years back. 

Some may wonder also why Simca 
doesn’t transplant the latest edition of 
Henry’s V-8 60 from the ex-Ford Vedettes 
to the Plein Ciels, but it probably won't 
happen, as the Plein Ciel is not intended 
by the factory as a competition machine. 
This country being the way it is, we 
wouldn’t be surprised to see a private 
owner do it, though. 
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[he Plein Ciel is intended for those who 
are anxious for the fun and games of 
sports car ownership, but who are not 
keen on spending the winter in a motor- 
ized pup-tent. While it cannot match the 
high-performance of certain sports coupes, 
they can’t touch the Simca’s styling or 
price — which is $2688 in New York for 
the Coupe and $200 more for the Oceane 
convertible. These prices include white 
sidewalls, a heater and defroster, a wind- 
shield squirter, and flashing turn signals 
as standard equipment. Reclining seats 
are available at $45 extra, although even 
the standard ones have a limited ad- 
justment for rake as well as the usual 
fore-and-aft movement. This adjustment 
of the seat back is being seen on an in- 
creasing number of cars and it is definitely 
well worthwhile. On long trips, small 
changes in the driver’s position can en- 
courage one to postpone for several hours 
that search for the Vacancy sign that 
doesn’t say “No”. 


Tro sum up, the Plein Ciel and its sister 
car’ (the feminine is used advisedly) are 
ideal cars for those who want to get their 
feet wet in sports-type driving but who are 
not yet addicted to illegal highway speeds 
and wind in the face provided by the more 
hairy chested machinerv available 


Stephen Wilder 


And if you want more luggage 
space than this, you still 

have a trunk. There are even 
brackets to strap cases in. 
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For its size, the engine ts very 
responsive, and very economu al, 
Heater and windshield squirter 
are included in the list price. 





SIMCA 


SIMCA PLEIN CIEL 
PERFORMANCE 


TOP SPEED: 
Two-way average ............... 86 mph 


ACCELERATION: 


ye, SE a A ie A aw 31.0 
Standing “% mile ................ 22.4 
Speed at end of quarter ......... 62 mph 
SPEED RANGES IN GEARS: 
Pee Paws peRROR GAS oe tny peae ies 0-23 

eee co viwd wae bass «Oh dOh se od 9-37 

Ne fn tte is. Sak be ¥'elein 14-60 

See Ants Wis Made tnbias suave ecgin 21-top 

SPEEDOMETER CORRECTION: 

Indicated Actual 
Wns nad eded pt dvodnads canseers 
ae Pests wuss isecdesec 37 
eee MPa 6S SEs crdesees 46 
GU ebb ataee MaN 5500 codec cedies 56 
TO Pebcte whe seawiskesivccs . 67 

FUEL CONSUMPTION: 
er en > ra 30.1 mpg 


BRAKING EFFICIENCY: 


as successive emergency stops from 60 mph, just short of locking 
w : 


): 
NE ain a dé bap iret bevecd sees 70 
aks o6% Sauhadan cance bs Sevits 70 
ei eek can dteas és Sens danpeass 68 
MU haath 6 card) 30 vdeives ox aks coc 66 
We Miitahis oS use's <bdaceadne gh weve 50 Right rear locking 
IG h a6 64 00 ba dedbboncney een 60 
Wee 66h e sv cccdabotbaccsaces 60 Right rear locking 
PENG icavaledes 64s ckeechen es ..50 
MRI UW sdk sinis <a, gues oedeeen 50 
WCE SS 6:k4 tdnGk nde cedanide -. 50 
SPECIFICATIONS 
POWER UNIT: 
TO Pee ctvic cabbies cccsccdaus In-line 4 
Valve Arrangement ............. Pushrod OHV 
kk a 2.91 in. (74 mm) 
Stroke/Bore Ratio .............. 2.95 in. (75 mm) 
Displacement ................-+.- 78.5 cu. in. (1290 ec) 
Compression Ratio .............. 7.8/1 
a Se ee ee One Solex 32 PBICT 
PE 2 cES o ca's va adaeewc 57 bhp @ 5200 rpm 
DRIVE TRAIN: 
Transmission ratios: 
PU eCE One 6 vd oes eeene Feces ecetete 
Ph as 0a bem diawes edbnehee wah 2.36 
Din «s de thes bemive ads ssahe 1.47 
hehe oa ts <6ne 6 cttbins 1.00 
Pinal Defve vetio ........ccece- 4.44/1 
Axle torque taken by ........... Rear springs 
CHASSIS: 
CE AN vie woman one cdiebeus cae 96 in. 
NE cs aru's'n 4 dbdawsaebeesdie 49 in. 
PE 6.5% cp a'p'a b 0 eu th caw wale 49 in. 
Suspension, front ............... Independent, coil springs, unequal 
wishbones 
Suspension, rear ................ Variable rate semi-elliptical leaf 
springs, anti-roll bar 
Shock absorbers ...............; Telescopic hydraulic 
I ak na vss cwesee ee Gemmer 
Steering wheel turns L to L..... 3% 
Turning diameter ............... 36 ft. 
I ei ee ovine vesbeceves Single leading shoe 
Brake lining area ............... 122 sq. in. 
METERS 34 cv oy eitbbsioencsed 5.60 x 14 
GENERAL: 
PE wicds.c's sees 69 hence tees 169 in. 
SEE RR eae eee 62 in, 
EE ie ede con page ect 54 in. 
,. 2 9 Se 2110 Ibs. 
Weight distribution, F/R........ 48/52 
Weight distribution, F/R, 
MII So cd des ceddeetecene 49/51 
er ere 11.5 U.S. gallons 
RATING FACTORS: 
Bhp per cu. in. ........ ‘cnbckuae ee 
Bhp per sq. in. piston area...... 2.15 
Pounds per bhp—test car......... 37.0 
Piston speed @ 60 mph .......... 1875 fpm 
Piston speed @ max bhp ........ 2560 fpm 
Brake lining area per ton ....... 116 sq. in. 


MPH per 1000 rpm ..............- 
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sequel II the porter special 


INGHES FOR THE SCREAMER 


Proving once again that the only good substitute 


for lots of rectangular money is lots of cubic inches. 
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by Bob Behme 


HUCK Porter built his Mercedes Special from a wreck- 

ed 300 SL. It not only represents his contribution to 
American road racing; but was also a very drastic 
change in Porter's personal approach to hot machinery. 

Che racing enthusiasts who knew Porter choked on their 
scotch and soda when they heard that the master of change 
and swap was actually tooling up on a piece of machinery 
that might even be called remotely conventional. 

“My God,” said one, “next thing he'll be running a 
stock engine.” 

For earlier in his racing career Porter did run in several 
races where he managed to keep the power plant virtually 
stock. All he added was a blower and a couple of hidden 
goodies (SCI—‘Blower for a Screamer’) —his only concession 


to the life of change and swap. Then came Pomona. 

There, with Porter at the helm, arms wrapped in knots, 
foot stabbling the carburetor as he wheeled tight around a 
turn, a ‘57 Corvette came roaring from the pack and passed 
Porter going into the straight. Porter flattened the foot 
throttle. The response was immediate, but there wasn't 
enough of it. The Corvette kept the lead. 

When the race was over, Porter stood beside the Mer- 
cedes special, hurtling a solid line of invectives at the 
beaten mill. It was at that point that the enthusiasts began 
smiling and began to have an easier time with their drinks. 
The stock honeymoon was over, as Porter vowed to replace 
the Mercedes mill with a bigger-muscled American power- 
plant. 

Porter decided to transplant a Buick beneath the Ger 
man hood. He took the car to Max Balshowsky, ace Los 
(Angeles Buick specialist and top builder of hot hybrid spe- 
cials. Balshowsky designed a red-hot (full horsepower at 
8000 rpm) OHV mill. A '57 Buick block was bored and 
stroked to 3x 414”. Smaller ‘54 exhaust valves and ‘55 


Buick heads were fitted. Special Jahns racing pistons, a hot, 





After that bad-day-at-Pomona, Chuck knew his blown 300S1L. 








couldn't take all comers—and that’s what he wanted it to do. 


300 degree Iskandarian #281 cam, and a 3 inch crank 


(which destroked the engine approximately 1/5 inch) were 
installed. He then fitted a Hilborn fuel injection system 
and installed a T'R2 generator (it was half as heavy as its 
stock American counterpart): the engine was ready to go. 

Back at Porter’s body-building emporium the mill was 
measured and checked for mating with the Mercedes frame. 
Prior to the swap, Porter had been mighty unhappy with 
the balance of the car. He claimed the front end was heavy 
because of too much engine weight forward, so he built 
new front motor mounts 10 inches aft of the stock ones. 
These were made of a combination of 4 inch plate and 
stock Buick mounts fitted to the tubular Mercedes frame 
In the rear of the engine compartment two small diam 
eter U-shaped tubes, designed as cross members, had to be 
changed. The bottom tube was removed. The upper tube, 
which looped above the engine, was bent aft and laid 
nearly against the firewall. 

The firewall itself had to be dropped back 10 inches. Por 
ter removed the stock unit and built himself a new firewall 
and floorboard sections of sheet aluminum. The steering 
column was moved 114 inches to the left to clear the Buick 
engine. 

Io tie the Buick power to the Mercedes gear box, Bal 
showsky had to build an adapter, which he made from a 
stock Buick housing. The big effort was to hog-out the reat 
center to fit around the rectangular box. He bolted two 
Buick housings together face to face to center the holes in 
the housing, as it was essential that the center of the hous 
ing be maintained. Balshowsky then routed the housing 
opening to fit the shape of the gear box. 

With the housing bolted in position, pilot bearings and 
spline shafts were examined. Stock Buick pilot bearings 
fitted to the Mercedes shaft easily. The clutch, however, 
presented a problem. Using a 15 thousandths smaller spline 


(Continued on page 60) 
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Y any dispassionate judgement, Brook- 
lands stank. In Full Throttle, the 
autobiography he published in 1932, 

a year before his death, Sir Henry (Tim) 
Birkin wrote: “I think it is without excep- 
tion the most out of date, inadequate and 
dangerous track in the world... Meetings 
at Brooklands can only be considered as a 
joke, if jokes can be combined with such 
attendant perils I say frankly that it 
could not have existed more than a season 
in America or on the continent”. Birkin 
was the fastest Brooklands lapper up to 
the time he was gathered to his fore- 
fathers, so he knew what he was talking 
about. 

Yet there were, of course, impressive 
credit entries in the ledger. Brooklands, 
opened for racing and record breaking in 
the summer of 1907, gave Britain the first 
hard surface motor speedway in the world. 
When the Indianapolis project got under 
way its sponsors consulted the Brooklands 
oracle on construction and layout (though 
it admittedly doesn’t appear that they took 
whatever advice was tendered). Fastest 
winning speed in the Brooklands 500 Miles 
Pace, run annually from 1929 to '36, was 
more than 4 miles per hour above the 
contemporary Indy record. Brooklands was 
the only closed circuit in history where the 
Land Speed Record was broken. The 
Thompson and Taylor workshops at Brook- 
lands built the Napier Railton that holds 
the L.S.R. to this day, and before that had 
run up the series of Blue Birds that scored 
Malcolm Campbell his last five land rec- 
ords. It was a Clerk of the Course at the 
English track, the peppery and autocratic 
Colonel Lindsay Lloyd, who originally 
formulated the engine displacement grad- 
ings that were adopted internationally for 
class demarcations. 

More important still, though, was the 
role Brooklands played in cradling and 
weaning great and characterful drivers— 
men like Edge, Zborowski, Hornstead, Lam- 
bert, Eldridge, Campbell, Don, Segrave, 
Campbell, Thomas, Cobb, Eyston, Mays, 
Seaman, Dixon, Straight, Bira; yes, and 
Birkin too, for if this dapper baronet saw 
the place as nothing better’ than a sow 
joke, it was provedly a source of laughs 
he couldn't leave alone. 

rhe golden age of Brooklands, a track 
of a scientific merit that was often ques- 
tioned, is particularly identified with a 
breed of cars owing little to science and 
much to what Count Lou Zborowski aptly 
described as brute force and bloody ig- 
norance. Zborowski, the most flamboyant 
figure of a picturesque era, could use words 
like these with impunity because he was 
himself the master sucker for huge and 
brutal automobiles. Founder member of 
his famous herd was of course the original 
Chitty-Bang-Bang, consisting of a chain 
driven Mercedes chassis powered by a 24 
litre Maybach engine out of a WW1 Gotha 
bomber. This car, which became known 
as Chitty | to distinguish it from two lineal 
descendants, won its fastest Brooklands 
race with only three wheels revolving. A 
hundred yards short of the finish line, one 
back tire had come off the rim, entangling 
itself with the wheel and locking it solid. 
Another time, during tryouts late in 1922, 
the loss of a tire at speed on the Brook- 
lands banking threw Chitty into a spin 
that continued for quite a way after the 





Brooklands from the air. Entire secondary road crossing kidney-shaped grounds 
and crossing main road at right comprised the Campbell Circuit. The Mountain 
Circuit consisted of the wide straight and the wide-road section to its right. 
The tricky Outer Circuit is self-evident, with aircraft plant at bottom left. 


car went clear through a timekeepers’ hut 
at the trackside, hacking two fingers from 
the hand of an official who had ill-advisedly 
ducked in there for sanctuary. 

With individual cylinder capacities of 
around 4 litres, and devoid of a starte 
motor, Chitty was a mean proposition to 
fire up. Zborowski beat the problem by 
adapting a junked airplane axle shaft to 
make a five-foot extension for the starting 
crank, and he had a team of helpers all 
heave simultaneously, standing shoulde 
to shoulder. Once, when he was tempo 
arily short on crank slaves, the Maybach 
fired back and flipped three fullgrown men 
several feet into the air. 

All three Chitties were dual purpos¢ 





cars, used impartially for racing and in 
ternational touring, and carried full fou 
passenger bodies. Chitty II had a 19 litre 
Benz engine and number three a 14.7 litre 
Mercedes. Fourth and last in the line of 
Count Lou’s ferrous mastodons was the 
Higham Special, housing the largest en- 
gine that ever was raced at Brooklands 

a 27.1 litre Liberty V12. Zborowski sold 
the Higham to Parry Thomas, who christ 
ened it Babs. It killed Thomas in 1927 dun 
ing a Land Speed bid at Pendine, Wales. 
The count, too, like his father before him, 
lost his life at the wheel of a racing car, in 
the 1924 Italian Grand Prix at Monza. He 
had once raced at Indianapolis, with a 
Bugatti, but hadn’t gone the distance. 


Car and driver make an impromptu pirouette on wet bankings of Mountain 
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Circuit, picking up too much speed after leaving the level Finishing Straight. 
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But it wasn’t so much the speed of the 
Chitties that earned Zborowski his unique 
place in Brooklands folklore. In fact, com- 
pared with other track monsters of an 
earlier era, they weren’t particularly fast 
The Zborowski legend was the product of 
his fantastic personality and the entourage 
and trappings he affected. At Brooklands 
and elsewhere in public he was always ac- 
companied by a household brigade of rich 
young roustabouts and equivalently nu 
merous dames of a shape and beauty that 
practically stupefied the beholder. The 
male members, Lou included, wore a dis 
tinctive uniform consisting of black shirts 
and checkered caps of a design that was 
visible the length of the Finishing Straight. 
\ man of great wealth, Zborowski bought 
himself a new racing car as unconcernedly, 
and a good deal more frequently, than 
most people buy a toothbrush; his stable, 
in addition to the heavy iron, usually in 
cluded examples of the latest and fastest 
G.P. types. He was much addicted to prac- 
tical jokes and the story is told of an elab- 
orate prank he used to pull on house guests 
at his place at Higham, in Kent. He would 
invite them to make a closeup inspection 
of a beautiful bed of pinks in the garden; 
then, when they were bent double in ap 
preciative sniffing postures, he’d tread on 
a switch connected with a buried bomb 
and blow the whole bed eaves high. 

Prototype of the giant cars that made 
Brooklands history was Mephistopheles, 
the 10 litre F.I.A.T. (four cylinders, 190 
by 160 millimeters), that Felice Nazzaro 
brought over from Italy in 1908. With it 
that year he set a sensational lap record 
at over 121 miles per hour, a mark that 
withstood all attacks until 1922. Later, 
Mephistopheles was owned and driven in 
turn by two English trackmen, Captain 
John Duff and beefy, taciturn, bespectacled 
Ernest Eldridge. It was with Duff at the 
wheel, during a race in 1922, that the back 
pair of siamesed cylinders erupted from 
the crank case and tore the hood off the 
car, momentarily blacking out the driver's 





The man and the car that made the 
fastest lap speed—John Cobb and 
the Napier Railton; 143.44 mph. 


Oliver Bertram, Cobb's chief Outer 
Circuit lap rival, jumps Barnato 
Hassan Spl. off the Big Bump. 
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view of the landscape and the adjacent 
competition. Eldridge disposed of the ef- 
fete 10 litre engine and installed a 27 litre 
aircraft mill; in this modified form Meph 
raised the Brooklands lap record to 124.33 
mph and, at Arpajon, France, set up the 
last L.S.R. ever to be taken on a road, 145.9 

Another of the track’s leading muscle 
men was “Cupid” Hornsted, the Benz 
tamer. From a Benz of a mere 15 litres, 
Hornsted graduated in 1913 to a 211% litre 
baby of the same make. Porting on this 
one was so cavernous that it was reputedly 
possible to stick your hand and forearm 
up the flues to check whether the exhaust 
valves were seating properly. Hornsted, in 
cidentally, could testify that Brooklands 
stank, literally as well as metaphorically 
\ feature of the track precincts, on the 
infield neighboring the longer of the two 
bankings, was a sewage farm. In 1914, dui 
ing an attempt on the one hour record, 
“Cupid’s” 200 hp Benz threw a tire and 
went into a valse triste at over 100 mph 
with a locked rear wheel, finally diving 
off the concrete and into the sewage de 
partment. But Hornsted never did ruffle 
easily. On another occasion, at the finish 
of a race on his smaller Benz, he had pulled 
into the Paddock and made no comment 
on the fact that the branch of a tree was 
jammed into his hood cowling. There was 
only one way to pick up such a souvenh 
and that was by running the outer wheels 
over the top edge of the banking. Among 
those who ever did so, few lived to race 
again. 

From the inauguration of Brooklands in 
1907 until the early 20s, only one circuit 
the full perimeter track—was in use. To 
distinguish it from the various synthetic 
road courses that were later operated, this 
main lap became known as the Outer Cit 
cuit. Shaped like a lopsided pear, it meas- 
ured 2.767 miles around and was a hun 
dred feet wide. The two banked curves. 
known as the Home and Byfleet Bankings, 
struck radii of 1000 and 1500 feet respec- 
tively and had an average height of 2714, 
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feet; the top lands were too steep to climb 
on foot without runner’s spikes. The Rail- 
way Straight, taking its name from the 
railroad embankment flanking it, was half 
a mile long and the fastest section of the 
track; highest speed ever timed over it, 
going one way, was 151 mph by John Cobb 
with his single engine Napier Railton in 
1935. At the end of the straight, Cobb 
would be doing over 160. In 1922 and ’24, 
the Railway Straight was the stage—tra- 
versed both ways, of course—for the only 
Land Speed Records ever set on a closed 
circuit: 129.17 mph by Guiness (Sunbeam) 
and 129.73 by Parry (Leyland 
Thomas) . 

Worst feature of the Outer Circuit was 
an ingrowing curve forming the shorter 
of the two legs between the bankings. This 
section was not only unbanked but also, 
on the line the faster machinery had to 
take, blind for most of its length, due to 
the protrusion of Vickers’ aircraft factory 
into the bulge. At speeds anywhere above 
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Brooklands Test Hill saw many records broken, as well as many cars, such as this 


130 mph (last word in the lap record 
argument was Cobb’s 143.44) the bend past 
Vickers’ backdoor was perforcedly taken 
on the limit of adhesion, with tires dis 
torting, chassis warping and the drive) 
working away at the wheel with all his 
strength. 

\s can be seen from an acrial photo, the 
infield was sliced by an internal straight 
away that left the perimeter opposite the 
Vickers plant and rejoined it at right angles 
near the end of the Home Banking. This 
stretch, known as the Finishing Straight, 
was, as the name implies, used for fi 
nishes; but the practice was discontinued 
as Cars started to outgrow their brakes. A 
hint that they’d done so was dropped 
when a driver, after crossing the finish 
line, failed to make the sharp turn onto 






the main piste and crashed, killing his 
riding mechanic. 

At two points, one on each banking, the 
track was spanned by bridges. Bert Denly, 
Captain George Eyston’s henchman and 


co-breaker of innumerable records on 
MGs and Rileys, claimed to be the only 
man who'd passed under these bridges on 
two, three, four and no wheels. As a 
former motorcycle race star, he had ridden 
bikes beneath them, both solo and with 
sidecar, countless times. Eyston’s iron, of 
course, had carried him under the girders 
as often again. And finally, just to make a 
record of it, he’d occasionally suffered him 
self to be flown under them. 

The track itself spanned a bridge, too, 
being stilted on tall ferroconcrete columns 
where it crossed the River Wey, close to 
the end of the Home Banking. The high- 
point of this viaduct formed the antisocial 
switchback called the Big Bump, where 
cars weighing over two tons would take 
off into thin air and leave a seventy-foot 


gap in their wheeltracks. The term “rain 
date” never had a place in the Brooklands 
ill-coordinated landings 
after the big Bump on wet concrete, with 
the car pointing one way and the front 


glossaries, and 


wheels another, were the cause of more 
than one wreck. 
One of the few 
Brooklands that 
after the demise of the track itself, is still 


physical features of 
today, eighteen years 
as good as new, is the Test Hill. This, with 
its maximum gradient of | in 4, clambers 
up the western slope of the eminence 
known as the Mountain, of which mor 
later. Final record for the hill, timed from 
a standing start, was only 3244 mph; but 
at a terminal velocity of maybe sixty-five 
the spectacle of a car shooting the summit 
and zooming a good five feet into the ait 





was quite something to see. 


Partly because the Brooklands author 
ities seldom if ever disbursed anything so 
sordid as starting money, full Grand Prix 
cars of the stimulating 750 kg. and blown 
3 litre types were never seen at the track 
\n interesting homebrew based on the lat 
ter formula did, however, put up a prodi 
gious Outer Circuit performance in 1939 
This was the ambitious Multi Union, with 
a leftover 2.9 Alfa Romeo straight-eight 
engine built into a chassis of original de 
sign, the whole thing clothed in a well 
faired body reminiscent of contemporary 
Mercedes practice. During a race, meaning 
he had other cars on the track to pick his 
way through, its driver, Chris Staniland, 
lapped at 142.3 mph, a decimal more than 
2 per hour slower than the record standing 
to Cobb's 3 litre Napier Railton. The M.U.. 
moreover, was only hitting on seven cylin 
ders at the time. 

Staniland, chief test pilot for the Fairey 
aircraft company, was one of the track’s 


{C of the ’20’s. The hill was steep 
severe, and crested sharply. Take a look at the right front wheel, already in the process of collapsing. 


more colorful figures. He once had the 
memorable adventure of falling out of a 
plane he was testing, and then, before he 
could get his chute open, falling right back 
into the open cockpit, a hundred feet 
lower down. His life ended when a Fairey 
he was piloting failed to pull out of a full 
power dive 

Brooklands, sited on the outskirts of the 
Surrey townlet of Weybridge, about seven 
teen miles south-west of London, was built 
at his private expense by Hugh Fortesque 
Locke-King 


Was an 


This public spirited squireen 
Edwardian motoring enthusiast 
whose European travels had taken him to 
such flourishing centers of automobile 
sport as Brescia. Burned by Italian jeers at 


Britain’s feeble and amateurish efforts to 


get a toehold in the game, and figuring 
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that Parliament was never likely to follow 
continental precedent and allow racing on 
public highways, he resolved to sink a slice 
of his considerable fortune in the con- 
struction of a concrete speedway. Brook- 
lands, taking its name from the Locke-King 
mansion, in whose grounds it was laid out, 
was the result. The job cost around a mil- 
lion dollars, employed 2000 laborers — 
working, in that pre-bulldozer age, with 
picks and shovels, horses and carts — and 
took about seven months to complete. The 
man who designed it, one Colonel Capel 
Holden, admitted at the time he knew no 
way of estimating its lap speed potential. 
Locke-King himself had the thing so 
vaguely figured in his mind that on mis- 
reading one of the dimensions on Holden's 
blueprints he contentedly visualised the 
bankings as being 2714 inches high, in- 
stead of 2714 feet. He also had the idea the 
banks would be convex rather than 
concave. 

Aside from its re-entrant bulge and the 
Big Bump, Brooklands suffered from the 
start from a surface that at best was a 
long way short of perfect, and at worst so 
rough it would shake the tobacco out of 
the cigarettes in your pocket. The wavelets 
were partly inbuilt and they partly re- 
sulted from a sustained hammering the 
concrete took when S. F. Edge, head of the 
Napier company, was ill-advisedly allowed 
to prove his cars could average a mile per 
minute for 24 hours straight, before the 
surface had finally hardened. From this 
premature punishment in the spring of 
1907, the big slabs never really recovered. 

Edge, a man of striking appearance and 
personality, with black bushy brows, gim- 
let eyes and a penchant for throwing out 
challenges and wagers with fine abandon, 
had none of Holden’s inhibitions in pre- 
dcting the track’s safe limit of speed. After 
his 24 hour marathon he told a magazine 
interviewer that to drive around Brook- 
lands at 100 miles per hour would be to 
invite the most terrible disasters. As Naz- 
zaro proved the very next year with his 
121.77 mph lap record, Edge was no 
prophet. 

If Brooklands stank in the nostrils of 
some of those who raced and made their 
names there, that was nothing to the aver- 
sion felt for it by its respectable, wealthy 
and peace loving neighbors. Their hate, 
originated right. back at the construction 
stage by an encamped cohort of “fightin’, 
drinkin’, cussin’, chicken-stealin’ navvies,” 
persisted in varying degrees of heat 
throughout the active life of the course. 
Its upshot was a series of court actions, one 
of which secured a ruling forbidding 
round-the-clock record runs by either cars 
or motorcycles. The last of these grinds, 
made in 1922, was a single handed cycle 
ride by the toughest and most fearless 
woman who ever circled Brooklands, 
Gwenda Jansen. Many years later, after 
her remarriage to another Brooklands 
celebrity, Douglas Hawkes, she set an all- 
time womens’ lap record at 135.93 mph, 
driving a 2 litre front-drive Derby Miller. 
This was one of the few American or half- 
way American cars to leave an important 
mark on Brooklands history. 

It was in 1924 that another legal fight 
resulted in silencers of minutely specified 
measurements and design becoming com- 
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pulsory at the Weybridge track. These “‘of- 
ficial receivers”, as they were known in the 
pompous terminology of the antinoise 
edict, not only robbed sensitive engines 
of dearly boughten bhp but also promoted 
unreliability through local overheating in 
the exhaust valve region. Their introduc- 
tion coincided closely with the opening of 
Montlhéry Autodrome, near Paris, where, 
of course, there was no nonsense about 
mufflers. Consequently the new ruling 
started a considerable drift to Montlhéry 
among serious minded recordmen. 

The contrast between Brooklands and 
Indianapolis, as far as the general pattern 
of racing activity was concerned, could 
hardly have been greater. Typical Brook- 
lands meetings, of which about seven per 
season were staged by the resident Brook- 
lands Automobile Racing Club, comprised 
eight or ten races, most of them handicaps 
over distances varying from about 9 to 24 
miles. More than half the cars in an aver- 
age B.A.R.C. roundup were just warmed 
up roadsters with their fenders and lamps 
deleted. Probably 90 percent of drivers 
were purely amateurs, and even stars of 
the caliber of Cobb, Campbell, Don, Se- 
grave and Mays drew most of their income 
from sources unconnected with speedwork. 
Although the handicapping was usually of 
a high order, and sometimes positively 
clairvoyant, it has to be admitted that the 
general run of B.A.R.C. handicap races 
were by no means a heartstopping spec- 
tacle. Located as the track was, within 
forty minutes train journey of London, or 
say an hour by road, a belief persisted that 
the place only needed the touch of a 
Barnum to transform it into a gigantic 
moneyspinner. The point was never proved 
because no Barnum materialised, and the 
established authorities had about as much 
idea of showmanship as the Archbishop of 
Canterbury. Their slogan, “The Right 
Crowd and No Crowding”, was eloquent 
of their thinking on public relations. If 
they couldn’t claim the place was exactly 
popular, at least they could sound a note 
of snob appeal by implying that socially 
superior persons frequented it. As a mat- 
ter of fact, for what it was worth, they did, 
particularly in the role of competitors. 
Practically every title in the book, most 
of them recurring, appeared in Brook- 
lands fields at one time or another—counts, 
viscounts, knights, baronets, barons, earls, 
dukes, princes. Once, even English royalty 
put pen to entry blank; the then Duke of 
York, later to wear the crown as George VI, 
entered one of his chauffeurs for a motor- 
cycle event in a combined cars and motor- 
cycles meet during 1922. So how much 
righter could a crowd get? 

Locke-King’s primary aim in building 
Brooklands had been to provide Britain's 
automobile constructors with a forcing 
ground for technical development. In the 
track’s first phase, from 1907 until the start 
of WWI, there was an encouraging re- 
sponse to this opportunity, such marques 
as Napier, Vauxhall, Talbot, Sunbeam and 
Austin regularly contesting races with fac- 
tory sponsored cars. Again in the middle 
‘20s the industry made use of the track, 
both by way of its race and record breaking 
facilities and for testing and proving, 
though on a diminishing scale. But be- 
tween about 1930 and the shutdown in 39, 


Austin was almost the only passenger car 
producer to continue to give Brooklands 
the warm shoulder. One_ international 
Class H record set at Weybridge in 1936 
by the twin-ohc Austin Seven stands un- 
broken to this day. Tragically and iron- 
ically, this car’s gifted designer, Tom 
Murray Jamieson, was killed at the track- 
side in the capacity of a spectator when a 
Delage and a Darracq tangled and charged 
off the Finishing Straight during the 1938 
International Trophy. 

The Brooklands tradition—again point- 
ing a contrast with Indianapolis — owed 
nothing to any particular classic; or rather, 
it acquired its tradition piecemeal from a 
whole slew of races that had little in com- 
mon and were liable to change their indi- 
vidual characters in mid series. For in- 
stance, the 200-Miles Race was routed ove) 
the regular Outer Circuit from 1921 until 
1924, then switched to a pitch simulating 
road conditions by the use of chicanes, and 
finally made a one-year stand on the best 
imitation of a road course ever seen at 
Brooklands—the Campbell Circuit. In be- 
tween times, the “200” quit Brooklands 
altogether and was run at Donington Park, 
a hundred miles away. Similar discon- 
tinuity, though not so extreme, marked the 
British Racing Drivers’ Club’s “500”, the 
only British race with any basis for com- 
parison with Indianapolis; this lived its 
checkered life out on the Outer Circuit, 
but at the ninth time of running it, in 
1937, the B.R.D.C. cut the distance from 
500 miles to 500 kilometers, in the vain 
hope of boosting the race’s puny boxoffice 
pull. It didn’t so they ditched the date 
for good. 

The British Grand Prix series, which 
presently alternates between Silverstone 
and Aintree, was inaugurated in 1926 en 
an artificial road circuit at Brooklands; 
but in the track’s tradition of races with 
a short life but not necessarily a merry 
one, it folded up after a couple of years, 
thereafter snoring the decades away, a Rip 
Van Winkle of the international calendar, 
until 1948. 

To overseas motor sportsmen, who neve) 
saw Brooklands and aren’t likely to set 
foot among its ruins, there is ample scope 
for confusion in the multiplicity of circuits 
the place gave birth to. This is a tale 
which, if unfolded in detail, would not 
only hog much valuable newsprint but 
also likely compound the confusion. To 
make a long story short, then, it suffices to 
say that in addition to the big piste de 
vitesse itself, there were two permanent 
courses with pretensions to road circuit 
status. Their claim to this standing rested 
on the fact that they featured veritable 
unbanked corners; but, as parts of them 
were borrowed from the 100-foot-wide 
Outer Circuit, and both included banked 
turns as well, their “road” character. was 
hardly more than skin deep. 

The first, known as the Mountain Cir- 
cuit, came into operation in 1930 and was 
bounded by the Finishing Straight and the 
short section of the Outer Circuit brack- 
eted between the two ends of this straight. 
It measured 1.7 miles per lap and took its 
name, with spurious grandeur, from a 
grassy hillock that it enclosed. The other 
established “road” course was the 2.267 


(Continued on page 62) 
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Just settle down in the all leather bucket seat, start up the engine $2625. plus tax and license at U.S. ports 
and you’re experiencing a feeling of breathless anticipation like of entry. (Slightly higher West Coast ports.) 
Wire wheels, hard-top, rear seat, white wall 


never before. Shift into first and the deep chested roar of the exhaust te ‘ ; 
tires and competition kit, etc. optional extra 


tells you at once that this is living. Down the highway, hugging the SPECIFICATIONS: 
curves, racing the wind, this is the lift of a lifetime...this is for you. BRAKES: Disc brakes on front wheels* 

; TOP SPEED: 110 MPH MILEAGE: up to 35 MPG 
Sure fast acceleration to lift you out of danger; positive, firm brak- ENGINE: 4 cyl. (OHV) 1991 ce 


OUTPUT: 100 BHP 


° ° e * ° 
ing with disc brakes to bring you to a safe even stop every time 
g g 3 P y time ACCELERATION : 0-50 in 8 sec. 


regardless of road conditions. MAINTENANCE: 

Parts and service 
Low center of gravity to keep you hugging the road, on the straight- available coast to coast! 
away or around curves with never a sway or roll. Yes, this is truly a Free Brochure and 


dealer list on request. 
Write now—for fun! 
*A Triumph-plus ...as standard equipment. 





great sports car...a great personal car. Why not “thrill-drive” the 


Triumph for the lift of your lifetime ! 





STANDARD-TRIUMPH MOTOR COMPANY, INC., Dept.G1l¢ 1745 Broadway, (at 56th St.), New York 19. N. Y. 
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VW & PORSCHE ITEMS 





VW AND PORSCHE 
VDO SPEEDOMETERS 


Latest model replacement speedos are a 
necessity for rallyists: read in tenths of a 
mile on re-set trip odometer. Match original 
equipment, highly accurate. PORSCHE: 
NOD i cisusePesbdeivssvsixnentvaeet $32.50, VW: $28.75 


+ 





SPECIAL 


VW side mirror . . . hinge pin replace- 
ment. Hi quality chrome plated, flat, 
RIN I lead eh incces escupnhtlicnenns tsessvesaee $3.95 














SIDE MIRROR 
FOR VW VANS 


Baked enamel finish 
$22.50 PER PAIR 


Heavy chrome plated 
$27.50 PER PAIR 


5” by 10”, quickly in- 
stalled. Gives real 
rear-vision, vibration- 
less and glare-free. 





California residents please add 4% sales tax 
(no stamps please). Order directly from: 


ACCESSORIES 


11704 E. Ventura Bivd. 
Studio City 11, California 


U.S. Distributors for 


The World’s Finest 
Tyre 
Competition ‘P’ Racing 


Stabimax ............ Sport 
Volumax ........ Touring 


Western Distribu- 


tors for 

Motor Oils and Lubri- 
cants 

¢ Non-detergent 

¢ H-D 

° ae gradients 


“Choice of Cham- 
pions” 


MOTOR O! 




















Sam Hanks 


(Continued from page 13) 


for home. The next morning he hastened 
to the bank as soon as it was open to de- 
posit the night’s loot. 

The resultant excellent condition of 
Hanks’ bank account is the best indica- 
tion that he will keep his promise of re- 
tiring from active racing. Most profes- 
sional athletes who continue after an- 
nouncing retirement are driven by need 
of money, and in most instances the re- 
sults are dismal. Sam can quit on top, on 
top of both automobile racing and a size- 
able bank balance. His investments have 
been carefully made and only after sound 
advice. There is no reason why Sam should 
not stay retired, and still be solvent. 

But there are those who cry, “why 
should Hanks retire at a mere 42, when, 
in this remarkable year of the oldsters, 
Piero Taruffi, Italy’s famous Silver Fox, 
himself finally won the punishing Mille 
Miglia at a grizzled 50?” 

The difference is that Taruffi is an 
Italian, and Hanks is not. Attempting to 
compare Sam Hanks with any Italian ever 
born is like trying to compare an ice cube 
to a blowtorch. It is true that Hanks, 
after a like number of tries, was as 
fiercely determined to win at Indian- 
apolis this year as Taruffi was finally to win 
the Mille Miglia. Many who know him best 
say that Hanks would have won at Indy 
this year if he had had to go nine thou- 
sand miles an hour, get out and push Mr. 
Salih’s radically different Belond Special, 
or just plain run with the car on his 
back. Whatever was necessary he would 
have done; but having won, that’s it. The 
Italians love danger for its own sake; they 
find something strangely therapeutic in 
the chill breeze of the Grim Reaper— 
even an Italian bus driver will scare the 
pants off you. Hanks, on the other hand, 
has never courted danger just to embrace 
danger itself—put up a sufficient purse, 
and he will kick a lion in the eye, but 
never just to liven up a dull Sunday. 

Actually, showing his usual foresight, 
Hanks started retiring some three years 
ago. The first thing he retired from was 
dirt-track racing, a form of human activ- 
ity that has always been the dirty end of 
the racing business, from the standpoint 
of the unavoidable hazards involved, 
mostly in the form of flying rocks. The 
only remotely serious injury that Sam has 
ever had during a race was a busted beezer 
from a flying rock on a dirt track. 

In this connection, I'll never forget my 
own first view of Sam in a dirt-track race, 
some years ago. A neophyte at the time as 
a dirt-track spectator, I came into the 
filled stands and noted that there were 

several rows of fine vacant seats right down 
front by the rail. Well lucky me, I 
thought, and hastened down there and 
got comfortable. Then the cars came by 
the first time, and suddenly I was trying 
to fight my way out of flying gravel like 
a man caught in a hurricane in a bean 
factory. 


Another secret of Hanks’ success—and 
a lesson that should be firmly learned by 
anyone who would attempt to drive rac- 
ing cars in competition—has always been 
his excellent physical condition. 

Gifted by nature with the eyesight of 
an eagle, quick and sure reflexes, and ice- 
cold nerves, Hanks has never been pro- 
fligate with his physical resources. Early 
taking to heart of the admonition that 
health lies in moderation in all things, 
Sam has been moderate in all physical 
things all his life. He considers cigarettes 
an abomination — his wife Alice even 
stopped smoking because he hates them 
so — but like many of the sort of men 
who make good race dyivers and good 
airplane pilots, he smokes cigars, in 
moderation. Knowing that his body was 
his greatest asset, he has never abused his 
own physical machine. 

The last few years at Indianapolis, ob- 
servers who watched Hanks pondered 
how a man past 40 could finish the grind 
so much fresher than many of the younger 
drivers. When Sam stepped out of his car 
at the end of the 500, he was not only 
remarkably fresh, but he said that he felt 
capable of setting out on a second 500. 
This year, at 42, after he and Alice finally 
got away from the festivities at the Speed- 
way, they went back to the Graylynn 
Hotel, where many of the other drivers 
and various of their Southern California 
well-wishers were staying, helped toast 
their victory in champagne in a round- 
robin of various of their friends’ rooms— 
the champagne didn’t affect Sam or Alice 
at all, they were still so numb from the 
victory—and about ten o’clock they went 
out to dinner. After dinner, they went 
back to their room and opened congrat- 
ulatory telegrams half the night. I've 
often wondered what an _ Indianapolis 
winner did the night of his victory; this 
is what Sam and Alice did. 

But the victory involved a lot of care- 
ful preparation before the event. Over 
three years ago, after he had become fully 
acquainted with the rigors and demands 
of Indianapolis, Hanks started regular 
three-times-a-week workouts at Bruce 
Conner’s Gym in West Los Angeles. 
Conner, a small but well-muscled man, 
is a graduate physical therapist with a 
degree from the University of California. 
He and Hanks talked over what would 
be necessary to come in not third at 
Indianapolis, but first. 

The paramount need at Indianapolis 
is for great strength and endurance of 
the hands, forearms and shoulders. Dif-. 
ferent from the endless clutch and brake 
Operation of road races and sports car 
competition, Indianapolis is simply an un- 
ending trial of the arms and shoulders as 
you hold steady on that grinding four- 
hour left turn. 

So Hanks went to work with barbells, 
weights and pulleys, and with spring 
hand-grips to use at home. At the gym 
he did endless “wrist curls” — holding a 
weighted dumbbell in both hands, letting 
it roll slowly down toward his fingertips, 
then rolling it back up with the fingers. 
He gradually increased the weight of the 
long-shafted dumbbell to 63 pounds. He 
did other work with a “wrist roller” — a 
device by which he moved weights up 


and down by rolling his hands and wrists 
on a pulley. He did overhead presses with 
dumbbells and barbells, and endless 
prone presses — lying on his back on a 
bench, and extending a weighted barbell 
to arm’s length, sometimes with light 
weights and at other times with weights 
up to 120 pounds. He did these workouts 
three times a week, for three years, in 
hour-and-a-half sessions. While resting 
between each workout, he drank a pint 
of cold carrot juice to further buttress his 
excellent eyesight. 

That, plus being by now so utterly con- 
fident of his training and ability that he 
can relax during a race, is why Mr. Hanks 
wasn’t exhausted at the end of his finally 
successful 500. 

Sam’s whole career has been a uniquely 
straight path to success. Samuel Dwight 
Hanks was born at Columbus, Ohio, on 
July 13, 1914. His father, a contractor and 
builder, moved the family to Southern 
California in 1920. The rest of the family, 
including Sam’s older brother, have neve 
had the slightest interest in racing, but 
Sam was somehow born with a love and 
knowledge of engines. As early as 14, 
hardly into high school, he was already 
personally rebuilding and selling airplane 
engines. He was also building up road- 
sters and selling them. As soon as he was 
old enough, he raced them himself at 
Muroc Dry Lake and other speed strips. 
After graduating from high school in 
1933, he worked for a time as a startlingly- 
young tool and die designer and layout 
man for an oil-tool firm. But auto racing 
was irrevocably in his blood. In 1936 he 
crowded in behind the wheel of his first 
midget, and was to go almost without 
stopping for twenty-five years. 

Since the age of six Hanks has lived 
in and around the Los Angeles area, much 
of it in Alhambra, then Burbank, where 
he began his investments in real estate. 
About a year ago he built a modest but 
sparkling ranch-modern house overlook- 
ing the ocean on the Mediterranean-like 
hillsides at Pacific Palisades. It’s a Cali- 
fornia-type house, with little more than 
the garage facing on the street, but with 
the far wall of the living-room practically 
all glass and looking out on the backyard 
“living area.” Through the wide glass 
doors you look off down to the left at the 
blue sweep of the curving coastline, or 
straight across a little valley to the soft 
rolling green of the mountains. It’s a 
nice spot. 

It was here that I finally caught up with 
Hanks after Indianapolis. There was no 
doubt that it was Sam’s house. Out in 
front was the gold-colored Mercury con- 
vertible with “OFFICIAL PACE CAR — 
INDIANAPOLIS 500-MILE RACE” em- 
blazoned on its sides. Good Lord, I 
thought, he won that, too. 

Incidentally, when I was there it was 
already causing an odd difficulty. They'd 
gone out to dinner in it the night before, 
and on the way home two Thunderbird 
and one Corvette driver had become so 
intoxicated at the sight of it that they'd 
wanted to race Sam! “I don’t know what 
we're going to do,” said his wife Alice; 
“we certainly don’t want to cause anybody 
to have an accident!” What they'll most 
probably do is repaint it. But it must be 
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Sounds of 
Sebring 
1957 


RLP 5008/9 


THE MOST SPECTACULAR SPORTS 


CAR RECORDING 


We have produced some pretty fair 
recordings on sports car racing. We 
know we have because you have 
told us so over and over again. 
However, in all immodesty we 
must announce that the recording 
of this year’s Sebring was so suc- 
cessful that we are compelled to 
issue a two record set so that you 
will not miss any of the great inter- 
views and sounds which we cap- 
tured on our specially prepared 
equipment. We went down to the 
wastelands of central Florida, all 
twelve of us, with over two tons of 
recording equipment. The pits were 
wired so that whenever anything 
happened anywhere in the pit area 
we needed only to have one of our 
people plug a microphone into the 
lines and instantly what was hap- 
pening at that spot was recorded 
back at our mobile unit. A custom- 
designed and constructed four-foot 
parabolic microphone shaped like 
a vertical flying saucer was used to 
record the sounds of the cars roar- 
ing down the stretches, shifting 
and braking into the corners. The 
sounds we captured with this device 
are unbelievable—by far the finest 
we have ever taped. Portable high 


EVER PRODUCED 


fidelity recorders, especially made 
in Switzerland, enabled us to get 
interviews before and during the 
race with almost every important 
figure at the track: Fangio, Cun- 
ningham, Hawthorn, Collins, Gin- 
ther, Hill, Shelby, Moss, Portago, 
Salvadori, Kimberly, O’Shea, Tar- 
uff, Chinetti, Von Trips, Von Han- 
stein, Colin Chapman, Wyllie, Dave 
Ash, Duntov, Gregory, Brero, and 
many others. Our pit stops are es- 
pecially exciting, featuring a series 
of stops by Von Trips and Hill, dur- 
ing which they try to diagnose the 
trouble with their 3.8 Ferrari. A 
short scene in the pits immediately 
before the race when we caught the 
Ferrari team en masse twirling yo- 
yos is a delightful satire on our- 
selves. The LeMans start, crowd 
reactions, roaring engines—all make 
for the finest sports car recording 
ever presented. A full-color photo- 
graphic cover of the car Fangio and 
Behra drove to victory plus pictures 
galore in this double album set 
make this a marvelous sound report 
of Sebring 1957. 


Clip the coupon below and send 
today for your copy. 


RIVERSIDE RECORDS DepPT. $s 11.553 W. 51st ST.. NEW YORK 19, N.Y. 


PRY TUOM isis00sisvesesecs sets of Sounds of Sebring 1957 


at $11.90 per set. | enclose $ 
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MARION’S 
MEANDERINGS 


by 
Marion Weber 





Hi, there! This is me peering out of the new sliding- 
window side curtains which are such a sensation in 
our borough. No need to list the advantages for any 
of you who have sweated out a warm rain in a mov- 
ing turkish bath. We presently stock kits (easy-to-do 
type) to convert your curtains if you have a TD, TF, 
54 or 55 Healey........ at $24.95. For 56 Healey, you 
send in curtains and we do it........ $29.95. Others 
coming for Jag, MGA, etc. Write for prices. 





Top shot? Save real loot by replacing that worn rag 
with one of our custom tops. You do the work and 
pocket the savings . . . and it’s simple. 18 Month 
guarantee ... specify year, model & no. of bows in 
present top. MG Tailored top (blk., tan)........ $28.95 
Add $5.00 for extra large rear window or for white 
color. 


ke 








Imported driving gloves are also sensational in our 
set . . . with drivers and fans both preferring the 
light, supple feel of real capeskin. GRAND PRIX 
gloves have double palms, ventilated backs and inset 
thumbs for comfort. Sizes: 6142-72 (gals) 74-10 


(GUYS) ......6 Only $7.95. LESTON GLOVES feature 
knit backs, top quality cape palm. Sizes: 1-10. 
Only $6.50 





FIRST ACCESSORIES FOR FIAT 
Gearshift knob . . . polished aluminum....$2.25 
License plate bracket for front ............ $2.25 

More coming . . . watch for them 











Smart motorists make extra money at trade-in time 
by protecting their cars with tailored car covers. Join 
this happy group today. Below are listed typical 
prices, write for others. Specify year & model when 
ordering. 






‘ia 4 


MG Mitten 
Healey Hugger 
Triumph Tunic 
Guillietta Jumper 





$17.95 Lightweight Canvas 
$24.50 Duralin (water repellent 


not a plastic!) 


(Spyder) 
Guillietta Jumper 
Coupe) 


Jaguar Jacket r 
Porsche Parka $22.95 Canvas 


VW Vest $29.50 Duralin 
Ghia Gown 
Mercedes Muff (190SL) 


Mercedes Muff (300SL) } $27.95 Canvas 


Thunderbird Tepee 32.50 Duralin 


Corvette Cap 


Prices & specs. subject to change. All items ppd. if 
remittance accompanies order. Calif. residents add 4% 
tax, please. 





OUR NEW CATALOG IS READY... 
FREE, JUST ASK. 











MG MITTEN Box 157 Dept. S$ 11 
South San Gabriel, California 
Showrsom: 3044 N. San Gabriel Bivd., CU 3-1410 
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Sam Hanks 


(Continued from page 49) 


a thrill for the man who’s won it just to 
drive that car around town. 

Since they’d just arrived home the day 
before, the inside of the house was in a 
state of controlled confusion. The place 
is beautifully and newly furnished, but 
the dining-room table was a mass of let- 
ters and telegrams. They were just begin- 
ning to answer some of them on a type- 
writer, and an overflowing pasteboard car- 
ton of more letters to be answered lay on 
the floor. Another thing that a win at 
Indianapolis produces besides money is 
an awful lot of letters. 

Alice answered the door. “Come in,” 
she said, “Sam’s on the phone.” Alice, as 
those who have seen her on television 
with Sam know, is small, blonde, and 
beautiful; but she is also a small-town 
Iowa girl — utterly without pretense or 
phoniness. She and Sam have been mar- 
ried ten years, having met during the 
war at Wright Field. Alice was a civilian 
secretary and Sam was an Air Force Lieu- 
tenant in Produtcion Engineering and 
Flight Test. 

During the time I was at their home, 
the phone kept ringing like it was in a 
stockbroker’s office. Twice it was George 
Salih (pronounced Sally), who built the 
Belond Special. Sam, in a sport shirt and 
smoking a cigar, would pop around into 
the den and answer the phone; then pop 
back in and talk some more. He is an ex- 
tremely pleasant and affable man, but he 
has that inner supercharged tenseness 
about him that is found in most cham- 
pion athletes. He is sharp-featured, with 
a bristly crewcut and piercing blue eyes. 
He talks rapidly because he is intensely 
interested in, what he’s saying. Talking 
to him, even in his own living-room, you 
feel the terrific concentration that has 
made him a great race driver. His eagle- 
sharp nose is bashed maybe the merest 
bit out of line from the rock that hit it 
in 1953 in Milwaukee, and he has an al- 
most imperceptible scar on his forehead 
just above his eyes from another dirt- 
track rock in 1954 at Sacramento, but he 
bears no actual signs of conflict. 


I asked him his remarkable secret of 
staying out of trouble on a race track. 

“I always try to drive well out ahead,” 
he said, talking in that rapid-fire fashion 
and piercing you with those sharp eyes. 
“I hardly even look at the cars close 
around me. Oh, I see them, but I’m 
looking well ahead down the track. That 
way you can see trouble developing, and 
you see it far enough ahead to be under 
control by the time you get to it.” 

That, and concentration. “When I’m 


.driving a race,” he went on, “I have one 


thousand percent concentration. I don’t 
know where Alice is in the stands and 
don’t want to know. I don’t want to 
know one thing about anything except 
what I’m doing — I have one thousand 
percent concentration on driving that 


Car. 





But now he’s retired. Is he? What is he 
actually going to do? As of the heartwarm- 
ing “WELCOME HOME SAM HANKS” 
Independence Day picnic and fireworks 
at the Pacific Palisades playground, Sam 
was delighted as a kid with the new Hon- 
orary Fire Chief license plate for his 
Merc, and Alice looked beautiful as a 
Rose Queen. Anyway, as of the Fourth 
of July, his plans are as follows: 

He is through driving at Indianapolis. 
He is through on all fronts of active rac- 
ing except to complete his Mercury com- 
mitments. Following Indianapolis he won 
the 300-mile stock car grind at Trenton, 
New Jersey — on a day hot enough to kill 
a goat — and he has four more stock ca 
races at Milwaukee to fill out his Mercury 
contract. The final one is in September 
After that, the helmet goes up on the 
wall in the den along with the rows of 
trophies. 

He has a two-fold reason for completing 
the Mercury contract. One is to keep his 
word on a commitment; the other is that 
with even a fourth spot in each of the four 
races at Milwaukee he'll win the National 
Stock Car Championship this year, and 
will then be the only man in history to 
hold the triple crown of automobile rac- 
ing — National Midget Champion (1941 
and 1949), National Big Car Champion 
(1953) and National Stock Car Champion. 

After that — he hasn’t decided. He's still 
considering the flood of offers that have 
poured in on him, and, being Hanks, he 
is going to consider them all carefully 
before making up his mind. By now he has 
extensive reserve funds of his own, and 
various people including movie bigwig 
Clarence Brown want to back him in a 
big sports car agency in the Los Angeles 
area. Sam knows automobile sales — with 
his customary respect for apprenticeship 
he worked two years for his friend Bill 
Murphy, the wealthy sports car racer, at 
his Buick agency in nearby Culver City, 
and for the last six months or so before 
Indianapolis he was sales manager of a 
small sports car firm in Santa Monica. “If 
I had a sports car agency I’d want it to be 
a big one,” said Sam, “so that we could 
have a decent advertising budget. And I'd 
want a terrific service department — I'm a 
bear on service.” 

But other vistas are in a way even more 
tempting. As soon as he announced his 
retirement, the Indianapolis sports writers 
and others started an immediate campaign 
to get Sam to take the late Wilbur Shaw’s 
place managing the Speedway. Other facets 
of the industry want him to take various 
public relations posts with the automobile 
industry itself. 

What I think Hanks would most like to 
do would be a combination of these latter 
two. If he could manage the Indianapolis 
Speedway and keep his home in Southern 
California, being directly on the Indian- 
apolis scene for April and May of each 
year, the other ten months he would be 
happy to busy himself as goodwill public 
relations man for the general automotive 
industry. I think Hanks would be the 
happiest in this capacity, and of the great- 
est continuing value to all of us. 

Whatever Sam does, you can bet on one 
thing — he’ll concentrate on it. 

Hannibal Coons 
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REALITY... yw \ 
IN THE / : 
GREATEST 
RACING 
MOVIE 
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2 Paramount presents 


ia ™ = CORNEL JEAN 


“ a. WILDE WALLACE 





YOU'RE riding 
with the drivers... 
you re right in the 
race... the most 
colorful action 
ever captured 

on film! 


costarring ARTHUR FRANZ - Mary Astor 


Produced and Directed by CORNEL WILDE - Written by JAMES EDMISTON and CORNEL wide: TECHNICOLOR” @ 
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Arnolt-Bristol Bolide ... not easy to achieve is that 
balance between brute performance and all-around utility that 
: marks the true dual-purpose sports car. In the Arnolt-Bristol 
b | Bolide, a most enviable competition record speaks for perform- 
i | ance; quiet good manners in traffic and remarkable reliability 













































| speak for everyday usefulness. Except on the race course, you’ll 
| never need all the acceleration, braking power, and cornering abil- 
ity built into the Bolide, but it’s reassuring to know they’re on tap. 
i 
i | S.H. ARNOLT, INC. cnicaco sates satons 
153 East Ohio Street « 5840 North Broadway 
i PARTS & SERVICE CENTER: 2130 North Lincoin Avenue 
{ BRITISH CAR PARTS 
. | ROYZE, INC. HEPOLITE— Pistons ond Rings 










WELLWORTHY—Pistons and Rings 
JAMES—Volves and Guides 
TERRY—Valve Springs 
PAYEN—Goskets and Qi! Seals 
BORG AND BECK— Clutches 


LOCKHEED AND 
GIRLING Broke Ports 
LUCAS—Ignition, Lomps, etc 


DIRECT IMPORTERS 
Original and Replacement Equipment 







































































BRITISH CAR PARTS 
VANDERVELL—Engine Bearings 
RANSOME AND MARLES—Boll ond 
Roller Bearings : 
WHITELEY—Woter Pumps, 
Tie Rod Ends, Universals 








tet Replacement for SU Fuel Pumps LODGE—Spork Plugs 
German—extra heavy-duty. Adjustable points AMCO—Accessories 
hour Feene RS ...cesih nina. daca $ Also Top Lines of Radiator Hoses, F 





Fan Belts, Oil Filters, Brake ond 


High Pressure—A-H, Triumph 
Clutch Linings 


VW Axle Boot — split-type, American-long- 
ee. Rene Menor $1.75 


NEW © 


Uni-syn Multiple 
Carburetor 
Synchronizer 

Uni-syn, an instru- 

ment for balancing 

multiple carburetors 
of any type, down 
draft or side draft. 

@ Sturdy construc- 

tion @ Positive 

float readings @ 

@ Fits all carbu- 

retor sizes @ En- 

thusiastically rec- 
ommended by users ond Ignition 

@® No adaptors JWIS—Timing Chains 

needed. i: 

No C.0.D.'s — Price ppd. $9.95 = Mr pane 

Bosch Germany Automotive electrical equipment « sandere edie nite. 

Schier ignition contacts * Carburetor Gasket Kits Germon Replacement 

Engine Gasket Kits ¢ Oil Filter Cartridges * SWF Parts 


windshield wiper equipment * Metric & Whit- BRIGHAN-ST. JOHN, INC. 


PLUS many other top brands LARGEST INDEPENDENT DISTRIBU 

WRITE FOR FREE CATALOG OF REPLACEMENT PART FOREIC 

No C.O.D.‘s, Dealer inquiries invited. IN THE SOUTHWEST a a 
ROYZE, Inc., 1509 Centinela, Inglewood, Calif. 





























GERMAN CAR PARTS 


KOLBENSCHMIDT— 
Pistons 


ATE—Lockheed 
Brake Parts 


ATE—Volves, Ring Sets 
F&S—Clutches 
REINZ—Gaskets 














































GERMAN CAR PARTS 


GREER—Oil Seals 
BOSCH—Spork Plugs 
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Sand vs Salt 


(Continued from page 23) 


BONNEVILLE 

Here is certainly the finest natural speed 
way in the world. It has worlds of space 
at least in terms of speeds up to 350 mph; 
the surface is as hard and level as a 
billiard table, comparatively smooth, casy 
on tires, and traction is fair. 

The Bonneville Salt Flats form one sec 
tion of a 7,000 square mile wasteland in 
the western part of Utah—what was once 
the bottom of a huge pre-historic salt 
water lake that geologists have named 
Lake Bonneville. The water level of the 
lake dropped, leaving a large salt deposit 
in the lowest section and a larger area ol 
unvegetated mud flats on the highe 
ground. Great Salt Lake to the northeast 
is the remaining body of water. The area 
of the Salt Flats is about 200 square miles 

Unfortunately, a railroad and U.S. High 
way 40 cut just about through the cente 
of the salt area, so the maximum usable 
straight length for speed runs is only about 
15 miles. This is ample for cars running up 
to 350 mph, but it would be a serious limi- 
tation if you were trying to make over 400° 
with the thrust transmitted through the 
tires. (Not necessarily so with jet or rocket 
thrust.) Cobb was accelerating clea 
through the measured mile on his 403- 
mph run. 

Surface-wise, Bonneville offers much 
more than the Daytona sand. The depth of 
this fantastic sea of solid crystalline salt 
will vary from a fraction of an inch at the 
edge of the lake to about four feet at the 
deepest. It is very dense, almost non-poi 
ous, when compared to sand, and the sur- 
face is about as hard as concrete. Variable 
expansion and contraction of this solid 
bleck of salt causes the surface to be criss- 
crossed with small—and sometimes rathei 
large—cracks or fissures. Sometimes it’s nec- 
essary to scrape the course before high- 
speed runs. These surface conditions are 
also affected by the moisture content of 
the salt mass. The salt, of course, absorbs 
water, and we have a weird “water table” 
that rises and falls below the surface — 
(that is, you can drill down into the salt 
and strike brine a few inches below the 
surface). If the water table gets too low 
and the surface salt is too dry, it will get 
loose and dig up under hard pounding. 
Surface conditions were relatively poor 
during most of last year’s Nationals. 

Traction on the salt is not appreciably 
better than on damp sand at Daytona. 
Rubbing pressure on the surface will grind 
off the top salt crystals somewhat like 
sandstone, so there’s really no solid bite 
available here. Slick treads should be very 
effective on the salt; but with any type of 
casing and tread suitable for high top- 
speeds your effective traction coefficient 
couldn’t be much over .60, or about what 
we get at Daytona. 

This traction problem is going to get 
tougher as speeds go up. (I'm thinking 
now in terms of hot rod-type cars, using 
modified production parts and amateut 


construction. These cars have hit as high One of the Worlds Largest 


as 255 mph on the Flats, and are shooting 


at 300.) The problem isn’t one of getting Distributors of Foreign Car Parts 
enough traction to accelerate up to maxi 
mum speed in the available distance BRITISH AUTO a 
there’s plently of room to get up to at 
least 325 mph, even with poor traction 
It’s simply a matter of developing enough 
forward thrust to overcome the drag at 


high speed on a light car with lots of ANOTHER RECORD-BREAKING 


horsepower. 

Suppose we have a small coupe with we ACHIEVEMENT WON 
average streamlining, a total weight of 
2200 pounds, and we have 55 percent of 
this total weight on the rear wheels unde. ON LODGE PLUGS 
full power (this includes the effect of 
front-to-rear weight transfer due to torque 


reaction). Then the maximum forward BORG& BECK 


thrust we can possibly get at any speed The perfect Clutch 

will be approximately 2200 x 55 x .60 = 

726 Ibs. At the same time, the total drag 

of our coupe may be 726 pounds at a speed peo | 
of 190 mph. ‘This would be equivalent to OC 

368 hp. In other words, wheelspin would hydraulic brake parts 

keep us from using more than 368 hp in 

this car at Bonneville, regardless of nitro, Remax 

cubic inches, cams or anything else. This a = 


is a very real problem. ELECTRICAL PARTS 


Furthermore, any abnormal aerodynamic 


lift on the body at high speed only ag Lucas WON BY 


gravates the problem. Bill Kenz’ twin-en-- BULBS GENERATORS 
gine streamliner started leaving long black 

rubber streaks on the salt above 230 mph tei SAM HANKS (BELOND EXHAUST SPECIAL) 
where the tires broke loose due to tail lift. MOUOSON 
Four-wheel drive will help a lot, but I a USING 


fear we'll always have a traction problem 


at Bonneville. JOHN BULL 

Atmospheric conditions throw anothei q RADIATOR HOSE 
strike on the Flats as a speed course. The fan belts 
altitude here is 4228 ft above sea level 


which means a low ambient barometric 


SHOCK ABSORBERS \ 
pressure—and the air temperature is gen Ss P A R K P L U GS 
erally high during the fall season when GIRLING 


the salt is suitable for racing. Average Mat 1s) ARS om ot 
figures might be 25.6 inches Hg. absolute 
barometer and 90° F. air temp. Now we PJROIATOR 
all know that low air pressure and high mucronic(yé PUTER 

temperature combine to reduce both the 





























air drag on the car and the horsepower TRANCE 
output of the engine. Compared with ¥ Ka 
standard sea-level conditions, the above ANI; Steels 
temperature and pressure would reduce . 
air drag by 19 percent, and HP by from 
15 to 25 percent, depending on the engine 
(engine friction is a factor in this figure) 

Does this mean, then, since the pei 








centage drop in air drag and horsepowe 


QUALITY SPARK PLUG 





are about the same, that top speed would 
also be the same as at sea level? Not quite 
Remember, tire rolling resistance makes EXHAUST SYSTEMS 
up anywhere from 1/10th to 1/2 of the Ree ad oe 1 95 7 BAP CATALOG 
onl drag of the car at top speed—and this — 
doesn’t change appreciably with atmos 96 pages — Parts and Tool lists 
pheric conditions. This means that the Data Sheets and accessories 
@ip Only $1.00 Money back on Ist order 





percentage drop in total car drag (wind 








resistance plus tire drag) due to atmos PISTONS aings & Pins 
pheric conditions on the Flats will be a 
good deal less than the percentage drop in 
horsepower output. Given optimum gear- 
ing, a car will go anywhere from 2 to 10 DISTRIBUTED IN THE U.S.A. BY —_ 5 : 

percent faster at sea level. BRITISH AUTO PARTS “ Enclosed please find $1.00 


But this still beats Daytona. If tire roll NEW YORK, 47,19 34th Avenue, for the 1957 BAP Catalog — on my first parts or 
ia neatads ‘ ie : “ Long Island Cit 
ing resistance on the sand is three o1 fou SAN FRANCISCO, alifornia, accessory order please refund $1.00. 
times higher than on the salt under simi 530 Golden Gate . 
lar conditions—which is what all the evi SEATTLE, Washington, 605 E. Pike 
dence suggests—then this will more than ASSOCIATE DISTRIBUTORS 
: S. H. Arnolt, 415 East Erie Street, 
Chicago, Illinois 
My slide rule says a car should go maybe 3 Southeastern Imp. Parts Co., 219 STATE 
to’7 percent faster on the Flats, other tac South 21st S., Birmingham, Als. i ie ee 
e ; SEND TO NEAREST DEALER NO C.0.D’S PLEASE 
(Continued on page 54) ‘ag 


NAME. 


offset the loss in horsepower on the Flats ADDRESS 
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NEW BELL 


500 TX* 
The FIRST Full Face 


Competition Racing Helmet To Use 
the NEW! ENERGY ABSORBING 
NON RESILIENT LINER 
As Specified By The 
SNELL FUND STUDY 


This Study Conducted By Geo. G. Snively M.D. is the first Comprehensive 
Racing Crash Helmet Test ever made in this Country. 


(See Latest Test Report in SPORTS CARS ILLUSTRATED) 


HELMET WITH VISOR $38.50 OCTOBER, 1957 
HELMET LESS VISOR $36.50 


* LICENSED BY TOPTEX 


3633 GAGE AVE. 
BELL AUTO PARTS BELL, CALIF. 














IMMEDIATE DELIVERY! 


Construction Kits of: 


Aston Martin DB 3S 


Fiberglas 
SPORT BODIES 


G. P. Mercedes : Years Ahead Styling . . . Today! 
New Fiberglass ‘‘Speedster’’ or 
Benz (W196) ; ‘*Sabre'’ Sports Bodies easily ‘‘Boilt- 


: 1 3 : On"’ any chassis. LIGHTER, stronger- 
Are All Available NOW! 7 than-stee! body gives ‘‘sports car 


. . performance."' Fun! Fast! Sporty! 
1.95 each or 3 kits for 5.49 $295 ‘Sabre’ fits Crosiey, Fiat or 
y " a as aot i . any 72-88" W.B.) ($495. ‘‘Speedster’’ 
1 aged England ; peg wget measures approx < Gam? Ford, Chev., Willys, Henry J 

542 inches to scale — easily assembled with parts, Camm | 90-106" W.B.) (Also available for 


racing numbers and cement provided. longer cars) FREE! ‘Car-A-Lo 


Other kits to follow soon: Five! [ iz P CONVERSION. ties, Rees Pic. 
G. P. Connaught « Lotus MK XI TURES OF WHAT OTHERS HAVE DONE. 
G. P. Maserati © G. P. Ferrari née! Al om OT a ae 
Cooper 500 MK IX ¢ G. P. Vanwall 


Send Remittance To Dept. 11 ALMQUIST Eng. Co. 


R. Gordon & Co., Inc., 32 E. 59th St., N. Y. 22, N.Y. DEPT. SCIS11¢ MILFORD, PA. 

















NEW ITEM FOR THE MGA 


FLAP STAY—A necessity for that quick breath of fresh 
air — Made of heavily chrome plated spring steel — 
Easy to install — No holes to drill — May be easily 
operated from either inside or outside. 

TO OPEN: Lift the flap and press the stay. The flap 
will remain open even on rough roads. 

TO CLOSE: Lift the flap slightly, then lower. (The 
stay will automatically spring free.) $3.95 pair. 


OTHER ITEMS 
MGA LICENSE PLATE BRACKET—One piece aluminum, 
no holes to drill. $1.75 
MGA GRILLE GUARD—No holes to drill—Easy to install 
—Tested to over 500 pounds. $18.75 
LUGGAGE RACK — No holes to drill — Sits on 4 large 
suction cups — Fits MGA, Triumph, Austin Healey, 
Corvette and Thunderbird. Please state make and 
year. $24.75 


ACCESSORY ENGINEERING Prices includes Postage 
P.O. BOX 415, MANHATTAN BEACH, CALIFORNIA Add 4% Tax in Calif. 





Dealers Inquiries Invited Sorry, No C.O.D. « 











Sand vs Salt 
(Continued from page 53) 


tors equal. That should settle — (or start) 
a few arguments! 

And one other word about Bonneville: 
We have a weather problem here, too. In 
a normal year the Flats are under a six 
inch sea of water for about nine months 
out of twelve. Only in September and 
parts of August and October is it dry 
enough for speed runs. 

TIMING 

No comparison of Bonneville and Day 
tona would be complete without mention 
of the timing methods. One ought to con- 
sider timing procedures carefully when 
he evaluates “official” speed records. 

We're going to have to give the nod to 
Bonneville here. The timing equipment 
and general procedures used by the Cali- 
fornia hot rod bunch—both at Bonneville 
and the drag strips—are far and away the 
most advanced, accurate, and reliable in 
the world .. . and that includes the official 
F.1.A. timing of international records! The 
amateurs have tackled and solved this 
complex problem with equipment that 
makes everything else obsolete by com- 
parison. 

Che California boys use two basic sys 
tems. In both cases the timer is tripped 
by a photo-electric switch when the cat 
breaks a light beam, and both depend, for 
their accuracy, on maintaining a_ fixed 
frequency of an AC power supply. This fre 
quency is controlled by a temperature 
compensated tuning fork vibrator with a 
total error of less than .18 second in 24 
hours. The Crocker variation of this basic 
layout has the clock driven by a synchro 
nous motor. The motor runs. continuously 
but the clock is connected and discon 
nected (started and stopped) by a supe 
sensitive electric clutch. This type of clock 
reads to 1/100th of a second. It is very 
responsive, and any slight lag in the relays 
or mechanism is consistent, and cancels 
out in the final result. 

The new “Chrondek” millisecond timer, 
developed by O. V. Riley of LaVerne, 
California, reads to 1/1000th second. This 
timer eliminates all mechanical linkage, 
and elapsed time between light beam sig 
nals is totalled up by electronic counting 
circuits—similar to those “electronic brain” 
machines. The time is indicated by glow 
spots under numbers on circular dials 
One dial has each number lit a thousand 
times each second, and the last numbe 
glowing is the thousandth ;:cading. The 
next dial counts hundredths—and so on. 
The Riley electronic timer is one of the 
most advanced for automotive work in the 
world. 

By comparison, the famed “$10,000 clock” 
used by NASCAR at Daytona looks like a 
Mickey Mouse watch! The basic system 
was designed some thirty vears ago, and 
has been in use to time speed runs on the 
beach ever since. It’s now owned by the 
Daytona Beach Chamber of Commerce. 
Ihe clock itself is mechanical, indicating 
to 1/100th second; start and stop actuation 
is by electro-magnetic clutch action. ‘The 
car trips the clock by running over a pneu 
matic tube stretched across the beach. ‘The 
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tube contains current-conducting wires 
that are held apart by the air pressure in- 
side. The weight of the car closes a circuit 
and actuates the clock. 

Needless to say, this Rube Goldberg gim- 
mick has been the source of more than one 
argument at Daytona. It’s not widely 
known, but the big “overbore’’ hassle be- 
tween Chevrolet and Ford at the recent 
Speed Week centered around timing. Here’s 
about the way it went: 

The beach was in quite bad condition for 
the standing mile runs on Feb. 19th. The 
area around the starting line was getting 
loose, and the pneumatic tube was being 
thrown around a lot by the spinning tires. 
Then somebody got the bright idea of pull- 
ing the tube off to one side and having one 
of the officials jump on it when the starte1 
flagged the car off! Everything proceeded 
smoothly. Chuck Daigh went through in 
the factory Thunderbird for an average 
speed of 92.1 mph, which was the best time 
of the meet up to then. Then a few minutes 
later Duntov blasted through in the modi 
fied Corvette .. . and the clock showed an 
average of 1/2 mph!! 

Impossible. That’s what NASCAR offi- 
cials thought anyway, and the time was 
erased off the record sheet. This action 
brought the protest from Chevrolet: eithe 
credit the Corvette with 112 mph or re-run 
the whole event with normal timing pro- 
cedure. Apparently NASCAR wasn’t anx- 
ious to have their timing procedures 
publicized, as they hustled around and 
managed to disqualify both the T’bird and 
Corvette for being “fractionally oversize” 
on the bore. (The whole deal didn’t help 
to improve timing methods, though. Some 
later standing-mile runs were made with 
an Official pressing a button when the start 
ing flag was dropped.) 

So don’t ever forget the timing method 
when you look at the record sheet. 

To sum up on Daytona vs. Bonneville, 
then: neither course can demonstrate the 
true potentiality of a given car, because of 
atmospheric conditions at Bonneville and 
rolling resistance at Daytona, and Bonne- 
ville is a few percent faster than the sand 
despite the altitude. Bonneville is suitable 
for much higher speeds than Daytona be- 
cause of more space and a smoother sur- 
face. Neither course offers decent traction. 
Daytona Beach is more sensitive to daily 
weather conditions, though the Flats are 
only usable about eight weeks out of the 
year. Bonneville is safer if the car should 
go out of control. 

I suppose Daytona’s clinching advan- 
tages, though, are the plentiful living ac- 
commodations, shop facilities, recreation 
spots, and their accessibility. This is an out- 
and-out resort town, with all the trimmings 

. . ocean beach, hotels, night clubs, restau- 
rants. The big boys can live it up while 
they’re playing with their cars. Bonneville 
is out in the middle of nowhere, with little 
(other than racing) to offer ‘em but salt, 
silence, and stars. I realize this aspect has 
nothing to do with the comparative merits 
of the two places as speed courses .. . but 
it’s one good reason why the Bonneville 
Nationals will never run NASCAR’s Speed 
Week out of business! 

Of course, there is legalized gambling 
in Wendover ... 

Roger Huntington 








Volkswagen Owners ! NOW get Both 
THE RELIABILITY YOU WANT 





THE PERFORMANCE YOU NEED 


with a 


JUDSON 
SUPERCHARGER 


Fifty percent more horsepower 
Cuts acceleration time in half 
Eliminates loss of power on hills 
Better control for safer driving 
Doubles passing ability at any speed 


BRINGING COMPLETE SATISFACTION TO 
THOUSANDS OF VOLKSWAGEN OWNERS 


Experience a new thrill in driving. Imagine cutting your acceleration time in half . . 

having 50% more horsepower at your command . taking hills in high . cruising 
along at a higher speed with less engine effort . . . shifting gears half as much in city 
driving . . . the engine responding immediately to the touch of your foot on the acceler- 
ator. You can pass when you want to and have extra power when you need it. A Judson 
Supercharger on your Volkswagen will give you this improved performance and surging 
power smoothly, dependably and without sacrificing engine life in any way. Only Judson 
gives you a complete supercharger installation designed specifically for the Volkswagen. 


IT'S AMAZING 
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} f | 1 Please send me complete information on : 
i 
say gra eftul owners 1 the Judson VW Supercharger. SC. : 
! 
“The increase in acceleration is positively 1 ‘ 
amazing. | would never have believed it ; ; 
possible"’ , Name—___ : ' 
i ' 
“IT never knew what | was missing until 1 ' 
. ' 
I installed one of your superchargers on : roe aon x: ‘ : _s 
my Volkswagen 1 i 
' 
“I now have over fifty thousand miles on ; ! 
my Judson’ Supercharged VW and it is # City. SS States_ ; ; 
! 


the best investment | ever made" 


JUDSON RESEARCH AND MFG. CO. 


CONSHOHOCKEN Yee PENN A. 
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The SPORT CAR 


SCARF 


especially designed for open car driving 


With YOUR car emblem if desired 


Double thick, luxurious Jersey. Re- 
versible with choice of beautifully 
hand screened car emblem on one 
side. All foreign and American 
Sport Cars. Head band sewn in 
to hold-at all speeds. Tapered 
ends tie easily. Only $2.95 


e€ 
on Fe 
carolod ept C-0-P* Blue, Red, Black. White 
x paid exc A% vax: Give car make. j 
post res aad } 
calif. CONCOURSE ; 
DEPT. A&- P.O. BOX 788 Bia 
PALM SPRINGS, CALIF. 
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SPORTS CAR OWNERS 
LET YOUR CAR SPEAK 
FOR ITSELF IN 
SPARKLING CHROME. 








We can plate any part of your car 
from bumper to bumper and any- 
thing in between. Valve Covers— 
Windshield Frames—Spoke Wheels 
— Radiator Shells — YES, EVEN 
FENDERS & HOODS. 


Write, wire or contact Bill Carlson 
or Art Sherwin at: 


ARROW PLATING COMPANY, INC. 
2155 W. WABANSIA AVENUE 
CHICAGO 47, ILL. — CAPITOL 7-4774 














NOW READ THIS!! 
M. G. A. Owners 





PROTECT THAT 80.00 GRILLE 
CONTOURED BAR STEEL 
TRIPLE CHROME PLATED 

NO DRILLING CAR 

15 MINUTE INSTALLATION 
GOOD VALUE $22.75 


~ DEALER INQUIRY INVITED 


« 


‘SPEEDBALL’ SHIFT KNOB 
FOR ALL CARS 


Lightweight-Comfortable ‘ 
Internal Threads ' 
Bright Silicone Finish 

$2.25 fe 





14%” Diam. (3.5 oz.) 
1%” Diam. (5 oz.) { 


Prices Include Tax & Postage-No. C.O.D. 


GEAR SHIFT EXTENSION 4” x 40° 
RENAULT—MORRIS MINOR—VW 
EXTENSION ONLY $1.35 

EXTENSION WITH SPEED BALL $3:25 


MULTI-PRODUCTS CO. 
5054 E. ALAHAMBRA AVENUE 
LOS ANGELES 32, CALIF. 

CA 3-1186 
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Morgan 4/4 


(Continued from page 17 ) 


and TD, and has comparable top speed. 
And this is in spite of its being under- 
transmissioned, although not under- 
powered. 

The small Morgan’s engine is mounted 
far forward on the frame, so that almost 
the entire Ford three-speed box also lies 
under the hood and ahead of the firewall. 
Shifting is accomplished by means of a 
horizontal shaft which pivots and slides 
in a bearing in the bulkhead. The far end 
of the shaft connects with a rather con- 
ventional vertical shift lever and the 
driver’s end is bent upwards to terminate 
in the usual knob. Shifting, therefore, re- 
quires the same fore-and-aft and trans- 
verse motions that go with a conventional 
three-speed box, with the difference that 
the pattern is reversed. Instead of R-2 top; 
1-3 bottom: it is 2-R top; 3-1 bottom. 

Acceleration times through the gears in 
the new 4/4 could be reduced by a full 
second or more if the final shift could be 
made quickly, but the 2.01 to | jump 
between second and third is what really 
hurts. 

There are remedies if you care to pay 
for them. This Ford transmision is used 
a lot by the specials set in England and 
close-ratio gears made specifically for it 
are inexpensive and easily available. 
Herndon has ordered a set which will 
permit him to wind out to 70 mph in 
second, which will greatly improve per- 
formance. A better move is swapping the 
Ford box for a four-speed unit. This can 
be done at little cost and with a minimum 
of adapting problems if you use the trans- 





mission from a side-valve Morris Minor. 

Most of the important things in the 4/4 
have been well provided for. The brakes, 
for example, may not sound impressive 
with a total friction area of only 88 sq. 
inches. But the car is light and the lining 
ratio works out to 110 sq ins per ton. 
This is a very decent figure for the speeds 
involved, and the brakes benefit further 
from good design and ample cooling. Dur 
ing our standard tests, which reduce many 
brakes to a state of near-total failure, the 
4/4’s brakes showed no sign of fade; they 
became only slightly grabby, tending to 
pull to one side. 

On rough corners the rear wheels tend 
to chatter outward in the manner of all 
hard-spring, solid-axle cars. When charg 
ing full-tilt down the straight there is 
considerable shaking movement of the 
cowl and a slight tendency for the car to 
‘walk” — to wiggle a bit in its forward 
course. Little road shock is fed back to 
the steering wheel and extra-light front 
wheel loading adds to the ease of quick, 
no-slack steering. This and the character 
of the ride, the very perceptible flexing 
of the supple frame, and the vista down 
the long, narrow hood are all reminiscent 
of good things of the past and contribute 
to the Morgan’s nostalgic appeal. 

The 4/4’s P.O.E. base price is $2195, 
although most cars shipped here carry a 
few extras. The speed kit costs an addi 
tional $275 and there are rumbles that 
the 4/4 may soon be available with Coven- 
try Climax single-cam 1500 cc engine at 
substantially higher cost. Morgan cars are 
distributed east of the Mississippi by 
Fergus Motors of New York. Worldwide 
Automotive Import Inc. of West Los 
Angeles serves the western U. S. 

—Griff Borgeson 





Austin Healey 


(Continued from page 18) 


Exhaust plumbing is largely as before, 
with the front three and the back three 
ports spilling into separate manifolds, 
in turn discharge through  indi- 
vidual downpipces to a sound absorption 
type muffler. Final exit is normally via a 
single tailpipe, and with this system the 
warmed up 100-6 seems no noisier than 
the '57 version. Dual tailpipes, as used on 
the Mille Miglia car, are worth an extra 
5 bhp at the top end of the rev range, but 
their note is conspicuously rude, 


which 


Iwo pairs of hotspot areas, with cal- 
culated air gaps between them, are formed 
on opposing faces of the exhaust and inlet 
manifolds. Hotspotting has been designed 
to localize heat exchange in the carb re- 
gions, rather than spreading it over the 
whole length of the manifolds. Undesir- 
able heat transfer to the float chambers is 
baulked by a sheet steel plate attached 
sandwich-wise between the flanges of the 
SUs and the intake gallery. The latter has 
the usual center dividing wall, pierced by a 
balance hole of “16 inch diameter. 

On the ignition side, the new equip- 
ment includes a replacement distributot 
giving a modified advance curve. 

What all this adds up to is a gain of 21 


horsepower, maximum output being 123 
bhp at 4800, compared with the 1957 car's 
102 at 4600. Max torque goes up from 141 
pounds foot at 2400 to 147 at the surpris- 
ingly high turnover of 3000 per minute. 
Che torque curve is flatter and longer than 
the basic C-type’s. The power curve fol- 
lows approximately the “C” path as far as 
2000 rpm, then really starts showing a 
dividend. 

All concerned in the project—Geoffrey 
Healey at Warwick, Morris Engines Divi- 
sion at Cowley, and freelancer Harry Wes- 
lake—have sensibly resisted the temptation 
to let this thing develop into a mere gun- 
powder plot. They wanted, and were de- 
termined to achieve, a substantial per- 
formance increase, but they weren’t willing 
to sacrifice any of the smoothness they'd 
boughten with their two extra cylinders. 
lo this end, the regular C camshaft, with 
the moderate lift of .3125 inch has been 
retained, and the compression ratio is 
even reduced a piece—from 8.25 to 7.9/1. 
This drop in ratio, as a matter of fact, is 
the more or less incidental result of the 
combustion chamber sculpture necessitated 
by the larger valves. 

Most of Healey’s power-seeking exercises 
have centered around inlet tract length 
and its relation to charge ram. Oddest of 
the several empirical relics we saw at War- 
wick was a semi-downdraft manifold 
flanged to slope the SU's back towards the 




































































rocker box, so the mixture had to make a 
V-turn of about 40 degrees. Purpose of 
this peculiar layout was to make room be- 
tween the cylinder head and the body for 
abnormally long induction passages, which 
of course it did. It didn’t work, though. 
Another of Warwick’s wallflowers is a 
complete and intact GP Ferrari of the im 
mediate pre-Lancia type. This doesn’t 
presage twin ohe and four oversquare 
cylinders for the Austin Healeys of to- 
morrow; in fact, we gather BMC’s C-type 
engine will be the basis of Healey powet 
plants for quite a while to come. But it 
seems at one time there was a possibility 
of Healey and Ferrari becoming next-of 
kin. The projected 3 litre 450 horsepowet 
engine, which, as reported in The Sixty 
Fast Years (SCI August), it was planned 
to build for 300 mph records by Donald 
Healey this year, is in abeyance tempor- 
arily, anyway. On mature consideration, 
BMC couldn’t see any sense in two of its 
family members, MG and Austin Healey, 
both shooting fer records in the same the- 
ater at the same time, and thereby stealing 
each other’s publicity thunder. So they 
called Healey off and gave MG a clear field. 

The new 100-6 used by SCJ to get the 
test figures was the only one available at 
the necessarily early date of our Warwick 
Visit, namely, it was the actual Mille Miglia 
runner. However, even if it is assumed 
this one’s engine was selectively assembled 
in the first place, the hard usage it has 
undergone during a subsequent mileage 
of 18,000 would almost certainly be enough 
to restore it to, or below, par. So it’s reas 
onable to expect that a purely stock ver- 
sion, operating under conditions identical 
with those of our test—top up and two up 
—-would show a top speed of around two 
miles per minute, and a standing quarte: 
mile time in the 17 seconds region. Both 
these marks, as the tabled data shows, 
were slightly bettered during SC/’s gallops. 

The maximum speeds recorded, although 
taken over a shorter distance than the 
quarter-mile standardized inSC/’s fulldress 
roadtests, were electronically timed to a 
thousandth of a second in the course of 
several consecutive laps of a 2.82 mile prov- 
ing track with two level straightaways and 
two connecting turns with fairly steep 
banking. The short distance clocked was 
dictated by the range of the circuit's per- 
manent electronic equipment, and was 
considered a preferable alternative to stop- 
watch timing over a quarter. As a matte) 
of interest, the fastest full lap was turned 
at 105.6 mph. Radius of the curves, rela 
tive to the banking angle, was acute 
enough to oblige the passenger to brace 
himself strongly against centrifugal throw- 
out. The timings were taken in still air, so 
although the local counterclockwise-only 
rule made opposite direction runs impos- 
sible, no advantage was gained from, o1 
penalty imposed by, wind. 

During ten successive full-bore laps, 
water temperature crept up to and _ re- 
mained steady at 190F. In hard highway 
driving it stayed almost constant at 180 F. 
The engine switched out clean after the 
track tests. 

The A-H chassis for '58, in all depart- 
ments outside of the engine, is unchanged. 
Commenting on the fact that in spite of a 
considerable step-up in power and a slight 


(Continued on page 58) 
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World-famous racing driver Stirling Moss and his Sunbeam Rapier 


Champion race drivers and the 


SUNBEAM RAPIER 


They just naturally go together. For you, it’s a 
smart move to follow the lead of the world’s top 
sporting drivers who choose Sunbeam Rapiers 
for their personal transportation. For here is 
striking proof that only the stunning, spirited 
Sunbeam, among all family sedans, comes so 
close to matching the exciting performance that 
attracts men like this to racing cars. 


There is much to admire in a Sunbeam: its 
surging acceleration from 0 to 60 m.p.h. in under 
20 seconds; its perfect spacing of six gear ratios; 
its hair-trigger controls that respond to every 
instant command; its incredibly durable ohv 
power plant with 8 to 1 compression ratio; its 
sturdier, safer unitary chassis; the relaxed com- 
fort it offers for hundreds of miles at a stretch; 
its surprisingly low cost. Parts and service every- 
where. If you drive for fun, road-test a Sunbeam 
Rapier, at your Hillman/Sunbeam dealer’s. 


SUNBEAM 


A ROOTES GROUP PRODUCT 





Rootes Motors, Inc., 505 Park Avenue, N. Y.C., N.Y. » 9830 W. Pico Bivd., L. A., Calif. 
In Canada: Rootes Motors (Canada) Ltd., Toronto, Montreal, Vancouver 
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Removable 


PLASTIC TOPS.. 


add beauty & comfort 





AUSTIN HEALEY (1957) 
FORD THUNDERBIRD ('55-'57) 
MERCEDES-BENZ (All Models) 

PORTHOLES OPTIONAL $25.00 





MG (A), (T.D.), (T.F.) 
JAGUAR (All Models Except Convertible) 
CORVETTE ('54-'57) 
PORSCHE (AI! Models) 
TRIUMPH (TR-2), (TR-3) 
AUSTIN HEALEY 


Color choice of cloth headlining material 
(no flock). 
hardware. 


Large rear window. Chrome 
Easily installed or removed. 
Call your dealer to see one on display 
or order direct. 


PLASTICON INC. 


9721 Klingerman El Monte, Calif. Gilbert 4-0519 
country’s largest mfg. of plastic tops 



















































































FOREIGN and AMERICAN 


THE NEW HOME OF 
ISKENDERIAN RACING CAMS 





The Only American Manufacturer 


WITH FACILITIES FOR THE 
DESIGN AND PRODUCTION OF 


RACING CAMS for both 
SPORTS CARS 


CAMS and ENGINEERED KITS 
In Stock for the Following: 


e JAGUAR 
AUSTIN-HEALEY 
VOLKSWAGEN 

e PORSCHE 
e TR-2, TR-3 
e MGA, MG 
e VOLVO 


We also grind cams for 
other foreign cars. Write 
for specific information on 
your car. 


THOU 








Austin Healey 


(Continued from page 57) 


gain in torque the gearbox and axle ratios 
were being kept as heretofore, Geoffrey 
Healey remarked that the normal C-type 
engine wasn’t capable of hitting its 4600 
rpm peak in overdrive top. But the new 
125 bhp edition could, would and did do 
so. Be that as it may, it is of interest that 
SCI’s best two-way average in overdrive on 
the ’57 model was more than 5 mph up on 
the corresponding speed in normal high. 
From this it will be gathered that over- 
drive fourth is in constant use during un- 
hindered highway driving with the latest 
100-6, and that this ratio gives a really big 
margin in top speed over normal top. It 
does, too. That’s as it should be, and ex- 
perience proves that five of the six avail- 
able ratios (there is OD on third as well 
as high) are ideally suited to the new en- 
gine characteristics. Overdrive third is 
practically uniform with direct fourth; life 
would be much the same if it weren't there. 

The closeness of the steering wheel to 
the dash—on which, as before, the over- 
drive switch is located—makes it possible 
to trigger OD in and out without taking 
your hand off the wheel. The Mille Miglia 
car, of course, had right hand steering, 
and the benefits of this fingering feature 
would perhaps be less marked where the 
same hand had to be used for lever shifts 
and OD manipulations, too. 

Most endearing single characteristic of 
the latest Healey is its breadth of scope on 
the two highest ratios in its robust and 
eaily manipulated transmission train. Even 
on the narrow and overcrowded roads that 
Britain officially classifies as “main”, these 
two gears, direct top and OD, meet prac- 
tically every contingency from a dawdle 
to a full-bore maximum that takes the 
smirk off the face of almost anyone you're 
likely to meet in a 500-mile day. At ninety 
on OD the car has a stride that belies its 
relative paucity of cubic inches, and at or 
below this speed a flick of the Laycock 








switch, accompanied by an instantaneous 
traversal of what’s left of the throttle arc, 
uncorks a fresh and abounding lease of 
life under the hood. 

The fact that the engine is the only 
engineering element now being modified 
makes it unecessary to comment here on 
chassis behaviour in general. What was 
good when SCI’s full test report appeared 
is good still, and vice versa. But just by way 
of an aide memoire to those concerned, it 
didn’t escape our notice that the exhaust 
system is still too close to the ground. Also, 
a driver's ability to make himself cent per- 
cent comfortable is somewhat a matter of 
luck, governed by his personal dimensions. 
If he’s tall, has long legs and average arms, 
everything is fine. But if he’s below aver- 
age height, has longish arms for his build 
and likes an almost straight-arm driving 
position, he’ll find that the right fore/aft 
seat setting makes it hard to reach the 
pedals. And this won’t do because clean 
and easy gearshifts are dependent on using 
nearly the full clutch travel. Not even a 
telescopic steering column would lick his 
problem because he needs to get the 
wheel further away from him, and it’s al- 
ready as far forward as it can go without 
cramping clearance between its top arc 
and the dash. 

In the body department the important 
new Healey development is the introduc- 
tion of a strictly-for-two version of the 
100-6. The familiar 214 seater, with room 
at the back for two kids, carries on without 
change; but now Warwick also caters to 
customers who have no small progeny and 
aren’t immediately expecting any. The ac- 
tual body shells are identical, but the 
two’s-company model is reworked astern 
to convert the nursery into extra trunk 
room. Also, the spare wheel, which lies on 
the floor of the none too cavernous trunk 
of the 21% placer, is relocated higher up 
and further forward on the new model, in- 
creasing the effective depth of the hold by 
around eight inches. Erecting and lower- 
ing the top, with its clamp attachment to 
the windshield frame crossbar and four- 
teen snap fasteners at back and sides, is, 
happily, a good deal easier on the two- 
seater. 

Dennis May 
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In reviewing such an event, one can 
only conclude that Fangio is an absolute 
genius—to be able to set exactly the tempo 
required to win. The strategy of Ugolini 
to refuel half-way through was a gamble 
that paid off handsomely. Ferraris were 
confident on their Englebert tires, and 
ran the same set on all three cars, running 
the full distance, 312.4 miles, without stop. 
The revolution counters of both Ferraris 
were stuck at well over 8400, while 






Fangio’s rested exactly on the 8000 mark. 
And so it was that a brilliant combination 
of car and driver made history on the 
Nirburgring—August 4, 1957. 

Jessie L. Alexander 


RESULTS: GERMAN GRAND PRIX — 1957 


22 laps; 14.2 mile circuit; 312.4 miles; 
weather: warm and sunny. 

1. Juan Manuel Fangio, Maserati 250F; 3 hr. 
30 oro 38.3 sec.; average speed: 88.79 
mph. 

2. Mike Hawthorn, Ferrari-Lancia D-50; 3 hr. 
30 min., 41.9 sec.; average speed: 88.73 mph. 

3. Peter Collins, Ferrari-Lancia D-50; 3 hr. 


31 _— 13.9 sec.; average speed: 88.54 
mp 

4. Luigi Musso, Ferrari-Lancia D-50. 

5. Stirling Moss, Vanwall. 

6. Jean Behra, Maserati. 

7. Harry Schell, Maserati. 

8. Masten Gregory, Maserati (1 lap behind). 

o Tony Brooks, Vanwall (1 lap behin 


d). 
Georgio Scariatti, Maserati, a lap behind). 


Sonate fastest !ap: 19 min., 17.4 sec., aver- 
age: 91.84 mph. 
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Ford’s Zephyr 


(Continued from page 31) 


mph band it cruises as smoothly as a roll- 
ing ball. It can be cruised flat-out all day. 

Ihe EnFo ohv six is more than just a 
scaled-down copy of Dearborn’s excellent 
ohv six. All the hallmarks are there 
though: shell-molded cast steel crank, in- 
tegral valve guides, built-in full-flow oil 
filter; which means that any mechanic 
who can work on a USS. built Ford six— 
or one built in Texas by Texans for that 
matter—will be wholly at home with the 
Zephyr. It means that the EnFo engine is 
backed up by all of Dearborn’s know-how. 
It uses the new international standard 
thread sizes, which wipes out a service 
disadvantage that’s typical of many for- 
cign cars. An exceptional life-expectancy 
is assured and the delightful smoothness 
is a bonus scarcely to be hoped for in a 
top-volume, rather low-priced foreign car. 
Ihe engine has none of the vices of the 
typical hard-working, highly-stressed un- 
der-sized power plant. Its great hop-up 
potential was covered in the August issue 
of SCI. 

EnFo’s engine designers did their job 
extremely well. Those responsible for the 
transmission are in the same league. A 
four-speed gearbox would, it must be ad- 


mitted, make this one hell of a lot more 
automobile. It would also add to the sell- 
ing price, so a three-speed box is what you 
get, and it’s a splendid one. The column- 
shift mechanism is excellent. You don’t 
have to fight it; merely guide the lever to 
the slot of your choice and it follows 
willingly. The synchro-mesh on second 
and top can’t be outwitted even by fast, 
chopping shifts and the linkage feels 
strong, as opposed to the delicate, springy 
systems of rod, pins and levers with which 
many imported cars are provided. Silent 
double-clutch downshifts to low are 
very easy to make, while they’re all but 
impossible with many comparable cars. 
For those who are bothered by the limi- 
tations of a three speed box, a Borg- 
Warner overdrive is available; while for 
those who are just bothered, there is a 
B-W automatic transmission. 


The brakes with which these “big” 
English Fords are endowed are among the 
very best. Pedal pressure is light enough 
to compare with most power-brake sys- 
tems. The braking action is strongly self- 
energizing and a very light touch pulls 
the car down quickly. Dearborn would do 
well to imitate these brakes. One high- 
speed stop can use up much of the pedal 
of a U. S. Ford but ten successive emer- 
gency stops from 60 mph affected om 
Zephyr’s brakes hardly at all. 


These brakes are good by sports ca 
standards and so is the Zephyr’s steering: 
it’s very light, very quick, very positive, 
giving the driver wonderful command of 
the vehicle. Due to the seating position 








and location of the steering wheel the 
driver of average proportions sits some- 
what above the wheel. This gives him an 
unusual leverage that makes steering dur- 
ing vigorous cornering a_ particularly 
pleasant exercise. 

The car understeers gently at low cor- 
nering speeds but as these speeds increase, 
the rear end slides out gently. It can be 
made to tuck itself back into line instantly 
by backing off slightly on the throttle. The 
side-bite at the rear is soft even with 30 
psi tire pressures and this tendency for the 
rear end to hang out takes a little getting 
used to. Once it is well understood, it 
becomes a useful factor in developing a 
powerful cornering technique. 

The overall impression given by the 
Zephyr’s ride—even when you have ex- 
plored the range where sliding replaces 
tracking—is one of exceptional sure-foot- 
edness during all maneuvers and at all 
speeds. On good pavement the occupants 
are so well insulated from road shock that, 
for example, we found it easy to write 
legible test notes while the car was zoom- 
ing over a fast, winding mountain road 
at very high speed. On brutal surfaces the 
Zephyr does not have the uncanny shock- 
digesting ability of some cars designed 
primarily for European road conditions. 
Its ride has a more characteristically 
\merican feel: smooth where the surface 
is smooth and thumpy over the bumps. 
But the thumps don’t reach the occupants 
and the ride is quite free from pitching 
and tramping effects. Rear axle hop on 
rough surfaces is pronounced. 
(Continued on page 60) 





All Models. 
Fiberglas Construction. 
Plastic Foam Headlining. 


Choice of colors inside & 
out. 

No holes or body modifi- 
cations for installation. 


On & off in one minute. 


Corvette—1953 thru 1957 


NEW “SCOTTOP’” 


Ford ‘‘Ranchero Sombrero”’ 








1957 Ford Ranchero 





Austin Healey 


For discriminating Sports Car owners who demand the finest in Original Design and quality 


SCOTT MANUFACTURING CO. 


485 RALEIGH AVE., EL CAJON, CALIFORNIA 











Also Available: 










Ranchero ‘‘Flatty’’— 
Bed Level Top 


MG—Models A, TD & TF 






Triumph 
Mercedes Benz—SL 190 


Jaguar XK 120 & XK 140 


Phone Hickory 4-2634 




















SPORTS CARS ILLUSTRATED 


NOVEMBER 


Ediths 


POST OFFICE “Ferry 
BOX 1221 Often {-1 0-4 


BAKERSFIELD 
CALIFORNIA 


COOL WASHABLE SEAT 
COVERS FOR IMPORTED CARS 


Terrycloth Corduroy 
VW front seats (2)........... $ 9.95 $12.95 
VW rear seat................ 9. 
Porsche Cpe. & Conv. 


5 
11.95 
Karmann Ghia. soon SED 
MGA & TF. - S25 
MG-TD, TR’s & Healey..... 9.95 
Jaguar XK-140-120............ 11.95 
Mercedes 190SL.. 10.95 
VOLVO FRONT SEATS (2) 9.95 
Specify color: Solid colors in Terry; Silver, 
Beige, Charcoal, Red, Gold. In Corduroy; 
Silver, Charcoal, Red, Tan, Blue. Stripes in 
Cord; Red & White, Tan & White. 


Give make, model & year of car 


Postpaid if remittance accompanies order. 
lifornia residents add 4% tax. 














EMERGENCY KIT 


Here's insurance against trouble anywhere, 
anytime. Kit includes: Distributor points, rotor, 
cap brush, condenser, generator brushes and 2 
spare fuses plus original VW wiring diagram. 
Complete kit $4.95 ppd. Kit plus 4 Bosch spark 
plugs $8.50 ppd. Send year and model, please 
no COD’s. CTRL ANE REE ET EE 





Hg. for German 
Bosch electrical 
equipment 


2600S W. VERNON AVE., LOS ANGELES 8, CALIF. 











HEADQUARTERS for SPORTS CAR 
RALLYE EQUIPMENT 
MARSCHALK FIGURE-OUTER 


A twist of the dise 
makes speed setting 
with automatic odometer 
correction. 


1 . 
$10 ti 
STOPWATCHES 


(Complete Selection) 
from 


$15.00 
Largest selection of Stopwatches on the West Coast 


FELDMAR WATCH COMPANY 
8971 W. Pico, Los Angeles 35, BR. 2-1364, CR. 1-7872 
Free Catalog — Free Browsing — Order By Mail 
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“THE FASTEST COIL 
IN THE WORLD’ 


Improved Combustion — Increased 
Power — Smoother Idling — More 
Miles to the Gallon — Less Spark 
Plug Fouling — Quick Warm Up — 
Fast Starting—Greater Acceleration. 
Try It At Our Risk — 6 or 12 Volt $19.95 
ppd. Write For Free Illustrated Booklet. 


PAUL D. RAND CO. 


toe LCOIL 





14551 Margate St. Van Nuys 1, Calif. 











Over 3 Tons of greasin 
ressure with one han 
R Genuine Advance In Hand 
Power Greasing From 
WANNER A.G. Of Switzer- 
land, Patent No. 314428. 
AN ADJUSTABLE INSTRU- 
MENT FOR USE ON UNI- 

SIZE GREASE 


NIPPLES 
HERE SIR BOX 1969 
MILWAUKEE 1, WIS. 
@ $9.36 postpaid 
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During any road test experience certain 
words or phrases come to mind that tend 
to sum up the car’s essence. In the case of 
the Zephyr these turned out to be “finely 
engineered” and “absolutely effortless to 
operate.” It is one of the least-fatiguing 
cars we've driven. A car that obviously 
works hard, that has to be prodded into 
doing its job, tends to be a tiring one to 
drive. The Zephyr is opposite to all this. 
All that it does is without effort, noise, 
vibration or strain. It responds to all com- 
mands calmly, efficiently, and without fuss. 
It’s a happy-feeling car, friendly to those 
it serves so willingly and well. 

Even so, it has its imperfections. The 
pendant-type brake pedal cannot be 
reached by simple sidewise movement of 
the throttle foot and is therefore incon- 
venient to operate. The rear deck lid is 
not countersprung to reduce lifting effort 
on the convertibles. The spring-loaded 
choke contro] is located next to the key- 
operated starter switch to the right of 
the steering wheel. Until discovering that 
the choke control can be locked in place 
by rotating the knob, rather awkward con- 
tortions are required to engage the starter 
and to choke the engine at the same time. 
The Zephyr’s fuel consumption, while not 
bad, is not particularly good. This can be 
explained in part by the fact that our test 
ended before the odometer had registered 
1000 miles and the car still was not fully 
broken in; after a ten minute run, for 
example, the differential housing was hot 
to the touch. These cars have a reputation 
for not limbering up before the first few 
thousand miles and it’s fair to state that 
gas mileage will improve with more miles 
on the clock. 

The body work of the sedans we in- 
spected was excellent and_ structurally 
firm, but the Zephyr convertible was less 
impressive. It lacks the natural structural 
strength of the hardtop and raises a ques- 
tion as to whether unit body-frame con- 
struction is compatible with open body 
styles. Isn’t the greenhouse necessary to 
tie the whole structure together? While a 
power-operated top is optionally available 
our test car had the manual type. This 
was easy for one person to raise or lower, 
but its fit even when factory-fresh was far 
from being weather tight. On the other 
hand, this is one of the very few convert- 
ible tops we have encountered that is 
perfectly silent, that does not drum or 
flap even at top speed. 

Certain sages in Detroit have predicted 
that the huge-car cycle is nearing the end 
of its course and that, within ten years, 
50 per cent of the U. S. automobile market 
will belong to the compact car. If this is 
the case, Ford is well in front of its com- 
petition having, in its EnFo line, tomor- 
row’s cars available today. 

Griff Borgeson 





Inches... 
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(from an American car) Balshowsky 
joined the American section to the Mer- 
cedes unit. The engine was then dropped 
into position and it aligned easily. 

New headers were built for the mill. 
Before the engine change, the exhaust was 
carried low, under the car. The new 
headers, tuned for the competition uses 
of the engine, came out the air-vent open- 
ings on the sides of the car. 

He kept the Mercedes radiator, but one 
of the water outlets was blocked. A three 
gallon surge tank was added beside the 
engine because Porter felt the Mercedes 
design did not provide sufficient frontal 
area for proper cooling. The stock oil 
cooler was also retained. 

Incidentally, this cooling system has not 
proven satisfactory to Porter. He is now 
planning a special 4-inch thick radiator to 
be fitted in place of the Mercedes unit. 

Instrument gauges were changed from 
metric to US standard readings. Using 
Stewart-Warner panels, Porter installed 
water and oil temperature gauges, oil pres- 
sure and gas gauges. He kept the stock 
Mercedes tachometer, but changed its 4 to 
1 gearing to 2 to 1, and fitted the sending 
unit to the front of the Buick mill. 

Next step was to replace the 6.50 tires 
of the Mercedes with 8.20’s. He retained 
the Mercedes mag wheels, but cut out 
wheel openings front and rear to fit the 
over-size rubber. He kept the 3.89 rear-end 
gear combo that came stock with the ma- 
chine, but provided 40% greater stopping 
ability by installing larger wheel and 
master cylinders. Heavy-duty Lockhead 
units did the job. 


When the car was completed it weighed 
120 pounds less than with the Mercedes 
mill installed. Some 35% less weight was 
up front: some 22% 
bottled under the hood. 


more horsepowei 


But to Porter, horsepower was not 
enough. He still remembered the humili- 
ating experience of the Corvette. He took 
the car to Willow Springs, a torturous up 
and down hill road-racing course not far 
from Los Angeles, where the car (before 
the swap) had clocked a I minute 52 sec- 
onds lap time. 


Porter reved up the Buick mill ‘till it 
screamed. Dropping the clutch, he took a 
fast warm up lap and then signalled for 
time. His consistent lap time: 1.46. He 
had cut off seven seconds and was now 
roaring around the course at times com- 
parable to the fastest machinery ever 
clocked there. Acceleration was up, too. 
He clocked 13.9 seconds for the quarter 
mile standing start. 

“Come to the next race,” Porter said 
chewing his cigar, “Those Corvettes are 
going to have troubles.” 


Robert Lee Behme 









SPORTS CAR ENTHUSIASTS! 


IF YOU'RE A SPORTS CAR OWNER 


—or plan to be one soon... 






Don't Miss THE SPORTS CARS ILLUSTRATED DIRECTORY 





Check these features 


in the new 
SPORTS CARS ILLUSTRATED DIRECTORY 
ON SALE NOW 












Complete road tests of the ten most popular sports cars — 
Corvette, Thunderbird, AC Ace, Austin-Healey 100-Six, 
Jaguar XK-140MC, MG-A, Mercedes-Benz 190SL Morgan 
TR-3, Porsche 1600, Triumph TR-3. 









Road tests of the four American “Gran Tourismo” cars: 
Chrysler 300-C, Dodge D-500, Plymouth Fury and Stude- 
baker Golden Hawk! 










BUYER’S GUIDE for all available sports cars—listing 
/ names of distributors, prices, specifications. 






BUYER’S GUIDE for limited production cars—names of a 
/ factories where cars are ordered, factory prices and 
specifications. 











BUYER'S GUIDE for plastic sports car bodies —fiberglas A complete SERVICE DIRECTORY .. . which lists dealers 
\ bodies to fit standard American frames. Dimensions, and garages that specialize in sports car repairs and 
spare parts. 





prices, where obtainable. 





On Sale NOW At All Newsstands—only $1.00 
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proof — fadeproof. Use on 
Luggage, Sports Equip- 


See your local dealer or 
write for FREE informa- 


Chicago 21, ili. Dept. S$C-11 


GEAR SHIFT KNOB 


Morgan, 











Fine Handmade LE MANS styled Accessories 
- Aluminum cover strip to hide unsightly finish 
along outside bottom of car. $7 a pair. 
11. Threshold covers of engine turned stainless steel. 
$12 a pair. 
H1l. Stainless steel engine turned scuff plates for in- 
side of doors. $12 a pair. 
IV. Clips of engine turned stainless steel for top edge 
of door compartment. $5 a pair. 
V. Stainless steel engine turned spoke covers for 
steering wheel. $5 a set. 
All 5 Items Shipped Postage Free $30 
In Calif. add 4% sales tax — No C.O.D. please. 
Many fine handmade items for Jag, MG, VW, etc. 
Write to ERNIE HANELINE, Box 141 
SUNSET BEACH, CALIF. 











QUALITY PISTONS 


The nation’s oldest 
and foremost manufacturer of 
custom and stock aluminum 
racing pistons 
ALL TYPES — ALL SIZES 


Write for FREE literature 













loans eco iee Dept. S ie ttiid 
Los Angeles 31, Calif 5-8177 





Is your leather or plastic 
upholstery faded or worn? 
RamCote restores the 
Original color and texture 
to your car's upholstery. 
You can change color, 
too! Available in eleven 
standard colors and clear. 
Any shade obtainable by 
inter-mixing colors. Easity 
applied, brush or spray. 


Restores — Colors 

Protects Leather 

Leatherette and 
Vinyl Plastic 


Won't chip or peel. Water- 
ment, Lounge Chairs. etc. 


tion and color chart. 


RAMCOTE PRODUCTS 
1141 W. 69th St. 








SIMILAR TO ONES USED ON 
= af a D. JAGUARS. 

FERR BY ewe 
COMPETITION DRIVERS 
Models For: Volkswagen, M.G., 
Renault, Porsche, Jaguar, Tri- 
umph, Mercedes, ‘Austin Healey, 
Volvo, Fiat 600, Morris Minor, 
Ford Anglia, A. C., 
Lotus, and others. 


POLISHED ALUMINUM $2.25 
TRIPLE-CHROMED BRASS $3.25 





ORDER TODAY FROM NEAREST DEALER OR 
DIRECT FROM FACTORY. Mail Orders P.P. Calif. Add 
4% Tax. Write For Information On Other New Accessories. 
Dealer Inquiries Invited. 


Manufactured by REMCO ACCESSORIES, 288 Sierra Dr., 
Walnut Creek, Calif. 





Be an industrial designer 


Combine your design abilities with technical aptitudes in Industrial 
Design training at Art Center School. Work under practicing profession- 
als for top jobs as automotive stylists, product, package designers. 
Design stores, motels, showrooms, shopping centers. Constant demand 
for graduates. 700 students. Accredited. 4-year course can be completed 
in 2 yrs. 8 mos. by year-round study. New terms Feb., June, Sept. Co-ed. 
Enroll early. Write Mr. Shea. 5353 West Third Street, Los Angeles, Calif. 


ART CENTER SCHOOL 





Brooklands 


(Continued from page 46) 


mile Campbell Circuit, called after Sin 
Malcolm in honor of his Land Speed Rec- 
ord exploits and inaugurated in 1937. Its 
construction entailed the first laying of 
virgin concrete since the birth of Brook- 
lands thirty years earlier; it was in fact 
unique insofar as it involved visible addi- 
tions to the ground plan, notably a me- 
andering section across the infield, rathe: 
than just traversing old terrain in a few 
novel directions. Raymond Mays and his 
E.R.A:s, in 114 and 2 litre sizes respectively, 
hold the Mountain and Campbell Circuit 
records in perpetuity—84.31 mph for the 
former, 77.79 for the latter. 

sous as far back as 1925, when the 
Junior Car Club first enlivened their “200” 
itinerary with chicanes, all manner of com- 
posite circuits were used at Brooklands. 
These figured in the International Trophy, 
the British Empire Trophy,,the Six Hours 
Race, the Double Twelve for sports cars 
(English pattern Le Mans, with an over- 
night layoff to soothe the savage breasts of 
Weybridge’s noise-hating populace), the 
sports-car Thousand Miles of 1932, and, as 
already recalled, the two interwars British 
Grands Prix. 

Most Brooklands races of long distance 
or duration were run on handicap and 
open to cars of any displacement, from 
750’s clear to plane-engined monsters like 
Cobb’s 23 litre Napier Railton. This natur- 
ally aggravated the inbuilt hazards of the 
track. It also stung Tim Birkin after his 
big Bentley had trundled in vain pursuit 
of Abingdon’s triumphant Midgets in the 
Double Twelve one year, to protest in 
print against the “scuttling kindergarten” 
of MGs. Nice phrase. 

Although Holden, limited as he was by 
the shape and contours of the tract of 
marshy woodland at his disposal, wasn’t 
able to design the main circuit in a way 
that enabled cars to 
course onto and off the bankings, the bank- 
ings themselves were the product of a cal- 
culated interrelation between radius and 
superelevation. The point is illustrated by 
an odd adventure that once befell Robin 
Jackson, a well known Brooklands lumi- 
nary who played an important technical 
part in the development of the engine and 
blower that gave Goldie Gardner his sen 
sational 200 mph with 1100 cc in 1939. As 
a track driver Jackson graduated on Mor- 
gan three-wheelers, and in the course of 
long distance record breaking one time 
back in 1929 his trike’s steering suddenly 
failed. This happened on the Home Bank- 
ing, around behind the knoll masquerad- 
ing as a Mountain. It was, however, high 
enough to obscure the banking from any- 
one watching circuitry from the Paddock 
on the infield. Finding his Mog’s steering 





take a_ hands-off 


wheel twirling uselessly in his hands, 
Robin stepped overboard without even 
taking time to cut the throttle, which, be- 
ing of the hand lever and cased cable type, 
wasn’t self closing. Down in the Paddock 
his mechanics and lapscorers had no 
inkling anything was wrong until the Mor- 
gan came into view as usual on emerging 
from behind the Mountain. At that, only 
one thing was wrong—the trike, still at its 
appointed height on the banking, and still 
maintaining its set speed, was driverless. 
It continued this way over the lower lands 
of the Big Bump and only started running 
out of kingdom towards the end of the 
Railway Straight, where it poked a hub- 
cap into the pleats of the corrugated fence 
bordering the outfield and looped four 
self-annihilating flips. 

Malcolm Campbell, who started racing 
at Weybridge in 1911 and was still pound- 
ing the concrete as late as °36, amassed 
perhaps the bulkiest Brooklands dossier 
on record. Makes he drove there included 
Star, Lorraine Dietrich, Itala, Darracq, 
Charron, Talbot, Peugeot, Gregoire, De- 
lage, Chrysler, Mors, Austro Daimler, Bal- 
lot, Schneider, Mercedes, F.1.A.T., Bugatti, 
Renault, Sunbeam, MG, and Riley. But in 
spite of the limelight beamed on him by 
his many and courageous Land Speed 
feats, the Right Crowd never came to idol- 
ize Campbell as they did Parry Thomas, 
Tim- Birkin and Whitney Straight. His 
minor successes at the track were innumer- 
able, and, in addition, he won the “200” 
twice running in a Bugatti, placed second 
in the first British G.P. (Bug again) , and 
set class records for the Mountain Circuit 
with a Sunbeam and a big blown Mer- 
cedes. In his younger days (pre-Captain, 
pre-knighthood) , he had a reputation for 
remarkable resourcefulness and skill at a 
racing car wheel. This flair he demon- 
strated on a still remembered occasion in 
1912; a Darracq he was driving in a Brook- 
lands race—actually the car that had won 
the 1906 Vanderbilt Cup on Long Island— 
hit one of the railroad ties bounding the 
Finishing Straight and shattered both its 
front wheels. Lurching along on the hubs, 
it then smashed down sixty feet of iron 
railings, standing about five feet high. 
With extraordinary coolness and_ the 
strength of .athletic youth, Campbell got 
the Darracq back on the map and crossed 
the finish line right side up, to place fifth. 

In the 30s, when Brooklands passed out 
of the private possession of the Locke- 
Kings, a company styled Brooklands Es- 
tates Ltd became its proprietors. Camp- 
bell was a director of this venture and his 
was one of the decisive votes in the 1946 
negotiations that finally sounded the knell 


of the place as a race track. Amid bitter 
but vain recriminations from the many 
speed fans to whom the proverbial stink 
of Brooklands was swect aroma, the Es 
sold out to Vickers-Arm- 
strongs Ltd. Amen. Finis. 

Last July 6th, the fiftieth anniversary of 
the opening meeting, over a thousand old- 
timers foregathered alongside the partly 
obliterated Railway Straight to sigh and 
reminisce while Lord Brabazon, who had 
driven in the track’s very first race and 
flown from its famous airfield in the in- 


tates company 


fancy of aviation, unveiled a simple mem 
orial to Britain’s creche of speed sport 
,rook- 
lands still survives as a hub of the nation’s 
aircraft 


Presumably on the grounds that 


ceremonies were 
Golden Jubilee. But, as 
m'lord so aptly remarked in his dedicatory 
address, most of his hearers felt they were 


industry, these 


classified as a 


there to consecrate a tomb. 

Brooklands, with all its faults, fathered 
two generations of drivers whose like we 
shall be lucky ever to see again. There was 
Parry Thomas, the Welsh hermit who 
made his home inside the track perimete: 
and outstripped all 
Outer 


season. 


rivals with seven 
Circuit lap 


Debonair De 


records in a_ single 
Hane Segrave, who 
finally killed himself in an attempt on the 
water speed record and was a three-time 
breaker of the L.S.R., served his appren 
ticeship at Brooklands and uniquely won 
three 200 Miles Races there. Kaye Don 
who had the curious distinction of inad- 
vertently bombing his own RAF station 
in France during WWI, and was later 
convicted of manslaughter following the 
death of his riding mechanic in an Isle of 
Man crash, succeeded 
lapper on the difficult and dangerous 
piste. selfeffacing John Cobb, 
who was killed, like Segrave, reaching fon 
the water speed crown, ranked as a house- 
hold name at Brooklands from 1925 until 
the second world war, writing his own 
epitaph in numerals with an all-time lap 
record at 143.44 miles per hour. Whitney 
Straight, almost the only American of the 
interwars period who etched his name on 
the tablets of British racing fame, learned 
his craft at Weybridge and trampled all 
competition underfoot around the Moun 
tain Course. Dick Seaman, the first English 
man to win a place on the Mercedes team, 
corps elite of grand Prix racing, rose from 
difident tyrohood to champion’s rank to 
the accompaniment of the Right Crowd’s 
polite handclaps. Little B. Bira, the yellow- 
skinned blueblood Bangkok, first 
dipped his toe in the pool on the Moun 
tain Circuit, afterwards copping a unique 
hat-trick of Gold Star championships. 
Probably Birkin was right, and in Amer 
ica or on the European continent a cock 
eyed saucer like Brooklands wouldn't have 


Fhomas as record 


Massive, 


from 


survived public opinion more than one 
season. But Locke-King and Capel Holden 
weren’t building a track for damn Yankees 
or irreverent continentals. The Brook 
lands they created was as English as Stone 
Henge, and with the exception of a few 
itchy iconclasts like Birkin, rest his soul, 
Englishmen accepted it in much the same 
spirit of uncritical detachment they ob- 
serve towards Stone Henge. 

Dennis May. 





Crosley, Hillman . 


about: Use the new 


engineered components, no _ welding, 


DEVIN 


44500 Sierra Highway Lancaster, California 


MG, Healey, TR, Fiat, Volkswagen, Morris, 
. and many other light 
car chassis can be used to build a hard-charg- 
ing sports car for street or competition using A 
the immediately available DEVIN body. 
24 wheelbase and tread combinations plus 
available extras such as headrest, cockpit 
liner, etc. make the Devin the outstanding 
kit on the market. Beautiful lines, superb 
finish and ease of installation have satisfied 
hundreds of customers. Call or wire Bill 
Devin today or write for name of dealer 
nearest you. Build the special you’ve dreamed 
Devin tube frame & 


wrenches to assemble. Takes big OHV V8’s. 


Complete Brochure: $1.00 (refundable) 
ae 
CpEviIn 


PHONE: Whitehall 2-4719 


ENTERPRISES 


Builders, National Class Championship Sports Cars 


BODY W.B. 


78””-82” 
82”-86” 
86’’-90” 
82”-86” 
82””-86”” 
86’’-90” 
86’’-90” 
90””-94” 
907-94” 
92’’-96” 
90”-94”" 


=xe—-zomnmooe 


use 


TREAD 


40””-44” 
40””-44” 
40-44” 
457-48" 
457-48” 
457-48” 
48-52” 
45””-48” 
48-52” 
48""-52” 
48""-52”” 


nith 
a 


DEVIN 
fiberglass body 


A FEW OF THE 24 SIZES AVAILABLE 


FITS 


Crosley, Fiat 
Hotshot, Fiat 
Class G & H Special 
Simca, Renault 
Panhard Sedan 
TR2, TR3 
Healey (4) 

MG TC 

MGTD TF 
Devin Chassis 
Stock VW 


ALL SIZES: $295 F.O.B. Lancaster including 


trimming, crating and Federal Excise Tax 
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Whats our Line... 
ERVICE 2? 
..Ves Indeed! 


THOROUGHBRED provides the finest 
imported car service in the southwest! 
And . . . the most reasonable. 

How come? Easy . . . the large volume 
we enjoy in Service AND Sales enables 
us to offer the best of facilities to our 
customers. Try us . . . you'll see! 


SERVICE——guaranteed repairs 
SERVICE——best trades 
SERVICE——THE best cars 


. . . and another REAL SERVICE 
BANK FINANCING 


PLEASE ALLOW US TO BE OF SERVICE 
TO YOU SOON AT OUR NEW LOCATION 


820 N. Broadway * Oklahoma City 


CAR /COMPANY 


DEALER FOR — JAGUAR, MG, MORRIS, 

ROLLS ROYCE, AUSTIN-HEALEY, MERCEDES- 

BENZ, ALFA-ROMEO, PORSCHE, RENAULT 
and DKW. 








MGA, MG-TD, JAGUAR 
or VOLKSWAGEN 

Key chain with miniature 
auto. 

Cat. +1 


Key chain with emblem. 
Cat. #2 
Gift box included 


Sports Car Playing Cards 
Two decks of fine quality 
plastic coated playing cards 
each with the sports car & 
finish flag design in gold 
The set consists of one red 
& one black deck in a 
beautiful velvet-like case. 


M.G. 
P.O. BOX 2514 














MGA, MG-TD, JAGUAR 
or VOLKSWAGEN 

Tie Clip & Cuff Link Set. 
> | | aes | 


Miniature Auto 
tive Pin 
Cat. £5 
Gift box included 


Decora- 


ASH TRAY SET 
Four snuffer type crystal 
ash trays picturing the 
MG-TD, Jaguar XK 140, 
Austin Healey 100 and 
the Porsche Speedster in 
brilliant permanent cera- 
mic fired colors. Mixed 
sets only. 


eS a 


ROAD-STIRS 
Eight plastic stirrers, 
topped with realistic yel- 
low & black highway signs. 
Bound to get any affair 
off to a fast start, with 

appropriate notices 

: ‘Slippery When 
"". “Soft Shoulders’’, 
“Dead End"’, etc. Packed 
in attractive box. 
Cat. #7 


SEND FOR NEW CATALOG 
Prices include postage & tax—No C.O.D.'s 


AND C. COMPANY 
CHEEKTOWAGA 25, N.Y. 
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Terrific “4 
Safety ‘al <a 
novice aoe. 


FROM MOTOMETER OF GERMANY 
Automotive Indoor -Outdoor Air 


Thermometer 


@ Accurately indicates inside and outside 
air temperatures. Automatic warning light 

alerts you of ice conditions on the road. 

TH-311-6V (For 6-Volt Systems) $9.95 
TH-311-12V (For 12-Volt Systems) $9.95 
Write For Booklet » Dealer Inquiries Invited 
FISHER PRODUCTS, 21-25 44th Dr., L.1.C., N.Y. 











SPORTS CAR COLOR SLIDES 
Beautiful 35MM slides of outstanding cars and 
drivers. Featuring — cover pictures. 
Set 6. Ferrari Mon- .... o. 
za, Austin-Healey- 5 
100S, A.C. Ace- & 
Bristol. Set 7. Mer- 
cedes 300SLS Shel- 
by 3 Litre Maserati 
Concourse “C’ type 
Jag. Set 8. Maser- 
ati 1.5, R.S. Porsche Spyder, Conquest special. 
Set 9. 3 views of the new SS Jaguar. 

Sets 1; 2; 3; 4; and 5 are still available 
$1.50 per set of three ppd. 
CARLYLE BLACKWELL STUDIO 
2110 Laurel Canyon Bivd., Los Angeles 46, Calif. 
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FASTEN THE HOOD AND HELP 
PREVENT ACCIDENTS 
Continental style 1" heavy grained leather straps, sturdy plated 
buckles. Complete with fosteners—can be mounted in minutes 
Single 4-foot over hood strap $7.95. Pair of end straps (illus 
trated) $6.95. Send check or money order to 
SIGNAL HILL MOTORS 
P. O. Box 6173 





Nashville 12, Tennessee 

















TONNEAU COVERS 


© Corvette © Thunderbird 





x . 
© Mercedes 190 SL * Porsche * Alfa Romeo 
*MG °* Jag and most popular sports cars 
* Late model American convertibles 


e Highest Quality ¢ Custom Styling 
Write for new Illustrated Brochure. 














nOneHeES AUTO TOP COMPANY 
1453 Lincoln Bivd. S-10 
§_ Santa Monica, Calif. Ph. EXbrook 5-9174 


advanced 
( t ive 


prote 
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QO, for automotive - aviation . motorcycle 


TOPTEX, inc. 


6521 WEST BOULEVARD 
E+ INGLEWOOD 3, CALIF. 








Maintenance 


(Continued from page 25 


explained. “Jn 1919,” he added, explain- 
ing his explanation. That was unnecessary, 
for by that time I spoke a fluent enough 
Heseltine to realize that as far as he was 
concerned they didn’t have to print any 
calendars after about 1925. 

I mentioned that the Amilcar, which 
handled like a dream, was beautiful, and 
that I'd sure like to have it. His face took 
on a look of great sadness. “It was my 
father’s!” he whispered. 

“Holy smoke, 
give it to me!” 

‘Ah—but I wish I could!” 
bing-my lapel. * 
or jealous. 


I wasn’t asking you to 


he cried, grab- 
‘It’s wrong to be possessive, 
It’s wrong to keep things for 
yourself when you could spread happiness 
by giving them to other people. It’s just 
wrong. 

I unraveled his frantic fingers from my 
jacket, but not before he had made an 
unfortunate impression on the bargain 
cashmere. 

“Sure,” I said, “the best way to spread 
happiness is to give all your friends one- 
of-a-kind automobiles.” Then by some 
mysterious process of association, some- 
thing I had been wondering about for 
months found its way into words: “Listen, 
Bradlaugh, have you got any other friends? 
I mean, am I the only person you know?” 

“Not at all,” he replied, his voice normal 
again, and his manner unconcerned. “But 
I do find you one of my most congenial 
friends. You understand about the old 
things, about maintenance, about loving 
care.” He scowled, and his voice took on 
a sudden bitterness. “Often some of my 
other so-called friends treat my 
tions with the crudest derision!” 

I well understood how they felt. I often 
found Heseltine a pain in the neck — so 
much so that after a session with him I 
could hardly face my Stutz, and pined for 
a Corvette, a Thunderbird, or almost any- 
thing else, just so long as it was born in 
1957. Well, in a pinch, 1947. The Hesel- 
tine mansion gave me the willies, and the 
Heseltine way of living as though this were 
still the McKinley administration some- 
times made my vertibrae want to slither up 
and huddle under my scalp. Yet — the 
Napoleon brandy was good, each meal was 
memorable, the library was comfortable, 
and in the summer there were delightful 
excursions in the steam yacht. It was a 
piquant escape to be with Heseltine, and 
creepy as he was, he was good-hearted. A 
bit of an idiot in many ways, and a spook 
in practically every way, he was still the 
most generous spook or idiot I'd ever be 
likely to meet. 

Although he claimed to have other 
friends, 1 never saw any of them, and al- 
though I assumed he had some sort of sex 
life, I never saw any evidence of that 
either. Curiosity soon got the better of me, 
and I set off to look for Tompion, who 
would know if there were anything 
to know. 

The butler was either somewhere about 
the house molesting the housemaids, or in 
his little office, making kickback deals with 


convic- 





COMING SOON! 


HI-FI DIRECTORY 


& BUYER'S GUIDE 





(compiled by the editors of Popular 

Electronics and Radio & TV News) 
The world’s first complete listings of all 
hi-fi equipment on the market—plus pro- 
fessional advice on how to pick the right 
unit for your own needs. If you’re a hi-fi 
fan now—or want to get a rig soon, here’s 
a publication that’s tailor-made for you. 


PARTIAL CONTENTS 
Turntables vs. record changers 
How to buy a tone arm 
How to buy AM and FM tuners 
Full guide to tape recorders 
Detailed facts on preamps and 
amplifiers 
e Latest information on speakers, 
crossover nets, speaker systems 

e Enclosures and consoles 

e Transformers, instruments, record 
clubs, books, controls, etc. 


WATCH FOR THIS NEW ZIFF-DAVIS 
PUBLICATION AT YOUR FAVORITE 
NEWSSTAND ONLY $1.00 








A Sports Car “‘Oasis”’ 
In The South 


FRANOR MOTORS, Inc. 


route 301 
Smithfield, North Carolina 


Parts and Service for 
all foreign cars 




















RATE: 
ruary issue closes November 16th. Send orders 


25¢ per word. Minimum 10 words. Feb- 


and remittance to: SPORTS CARS ILLUS- 
TRATED, 366 Madison Avenue, N. Y. C. 17. 





FOR SALE 


a Your Own Superchar, 
ge and instructions, $1.00. 
x 135, Watertown 2, Conn. 





r — Complete 
lanne Products, 





JAGUAR owners, Healey owners: Stainless Steel 
Flexible Exhaust Tubing Permanent replacement 
between exhaust pipe and muffler. Complete 
be heavy-duty clamps. Healey $5.50, Jaguar 

$5.95 (modified requires two) post id. Quan- 
tity inquiries invited from a Wilco, P.O. 
Box 1128-S, Rochester 3, N. 


MAGNIFICENT full color prints. World Fa- 
mous Sports Cars, 6 large 12 x 14” suitable for 
framing, value over $12, only $1.50 postpaid. 
Borden Publishing Company, 3077 Wabash Ave., 

Los Angeles 63, California. 




















FOUR §& Speed Corvette gear boxes. Will replace 
powerglic 3-speed transmission. Suitable for 
other installations. Write for _ details. Devin 
Enterprises, 44500 Sierra Hwy., Lancaster, Cali- 
fornia. Phone: WHitehall 2-4719. 

“LOOK O Out There's A Little Car Behind You.’ 
Place on windshield of Detroit Iron parked in 
front. Saves you or your sporting car friend many 
bumps, gets smiles. Pad of 200 — $1.00. Auto- 
Borne Specialties, 152 Lyons Ave., Newark 12, 














SPORTS Car Sketches - _ 8x10 | pen & ink draw- 
ings. Ideal gift for the enthusiast. 300SL, Ferrari. 
D-Jag, XK140, AH100S, TR-3, Porsche, Vw, 
MG-TC-D-F-A. Complete set of 12 prints $5.00, 
Any 4 $2.00. No C.0.D’s. Ed Wood, 8310 Hood 
Drive, Richmond, Va. 


BUILD y your own fuel injection ‘and : supercharger 
— complete plans, instructions $1.00. ‘‘H’’ Box 
108, Pheaa. Ohio 


BRITISH Made License Plates. Silver letters 
on black, 6 letters or numbers, any combination 
$7.00 prepaid. Ted Behr, 15744 Gault St., Van 
Nuys, Calif. 


BUY Government Surplus’ Boats; LST's; 
LCVP’s; Aircrafts; Jeeps; Tractors; Trailers; 
Shop Equipment; Walkie-Talkies; Amphibious 
Vehicles; Misc — Buy direct now from U.S 
Government—Depot List & Procedure $1.00— 
Brody, Box 8-SC, Sunnyside 4, New York. 





PORSCHE 550 Spyder. Very clean — Recent 
overhaul by factory representative included rings. 
valves, clutch and pressure plate, brakes, align 

ment, transmission and differential. Has We 

carbs. Placed 2nd at Road America Sestendber 
1956. In 1957 has placed as follows in class: 
Cumberland—3rd, Lawrenceville, Ill.—two Ists, 
Road America—2nd. Also five 15” wheels for 
Porsche mounted with Dunlop Racing Tires as 
follows: 2-5:00-15” 3-5: 25-15”. These tires have 
just been scuffed. Cyrus L. Fulton, Timbertop 
Lancaster, Ohio. Phone OL 3-2208 or OL 3-3131. 








SPARE Parts Travel Kit by Hannibal will 
solve 90% of emergency breakdown problems. 
Request free price lists (identify car). Han- 
nibal Sales Co., 250 West 57th St., Room 2414, 
New York 19, New York. 





**500cec BUILDERS!! Plans and _ instructions. 
for Formula 111 racing car $5.00. Suspension 
parts, Steering gear, other components avail- 
able. Write for list. Dane Racing Cars, 13015-C 
Lorne, North Hollywood, Calif. 








AUTOMOTIVE EQUIPMENT 





THE Truth about Speed-Power-Mileage Equip 
ment. Free Catalog. Write! Almquist Engineer 
ing. Melford SC2, Pennsylvania. 





SPORTS CAR BODIES 





FIBERGLAS Sports Bodies — Easily bolts on 
Crosley, Fiat, etc. — $295. Jaguar, Ford, Chev, 
etc. — $495. Free Brochure. Almquist Engineer 
ing, Milford SC4, Pennsylvania. 





MISCELLANEOUS 


BINOCULARS repaired, all makes and models. 
Authorized Bausch & Lomb, Zeiss, Hensoldt, 
and Bushnell dealer. Tele-Optics, 5514 Lawrence, 
Chicago 30, Illinois. 





NOW Dismantling — All types foreign cars 
Jaguar, Porsche, VW, MGTD, MGTC, MGTF, 
Alvis, Anglia, Austin, Healey, Consul, Hillman, 
Jowett, Morris, Renault, Rover, Singer, Sun 
beam, TR-2. All inquiries welcomed. We deliver 
anywhere. Sherman Way Auto Wreckers, 12643 
Sherman Way, No. Hollywood, Calif. Po-50360. 
St-75479. 








EARN High Pay: Jobs in South “America, the 
Islands, USA, Europe, Canada, other foreign 
countries. All Trades, Mechanics, Truck Driv- 
ers, Laborers, Office Workers, Engineers, etc. 
Chance to travel. Fare paid if hired. Applica- 
tion forms. Free information. Write Dept. 126, 
National Employment Information, 1020 Broad, 
Newark, New Jersey. 





COLOR slides, Cuba Grand Prix, | Sebring, com- 
plete sets. Listings sent. George Shade (c), Box 
242, Tamiami Station, Miami, Florida. 


JOIN Sports Car Tour To Mexico Next March 
Twenty Days Write Tony Perez Reforma 133 
Mexico 4, D.F. 
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the grocer, the butcher, and the liquor 
store that cost Heseltine about twice my 
gross annual income. Heseltine just smiled 
at this; it was traditional with butlers, and 
anything traditional was OK with him. 

I came upon Tompion in the corridor 
between the gun room and a divan-lined 
chamber known as the back drawing room. 
He had one of the maids—indeed, one I 
had noticed myself — backed against the 
wall, and about eight inches off the carpet. 
I cleared my throat, and he dropped the 
slavey with a thud. Oblivious to her look 
of outrage, he bowed gravely to me and 
murmured “I beg your pardon, sir.” The 
girl scurried away. 

“Not at all, Tompion. I want to ask you 
a rather unusual question.” 

The butler nodded. 

“Has Mr. Heseltine many friends?” 

“An adequate number, sir.” 

“IT mean has he any lady 
Tompion.” 

“As I say, sir, an adequate number.” 

“Only adequate?” 

1 think I detected a flicker of the 
butler’s eyelid as he brushed me off. “An 
adequate number is a sufficiency, sir. More 
than that may become inconvenient.” 

Heseltine himself satisfied my curiosity 
about six weeks later, when he invited me 
to dinner, the opera, and supper afterward. 

“By the way,” he added just before ring- 
ing off, “it’s to be full-fig—white tie, you 
know. There'll be a lady with us.” 

“Hurray!” I cried, grabbing for the 
Classified book and turning to DRESS 
SUIT RENTAL. 

Heseltine must have surrounded plenty 
of nondescript food before his researches 
turned up the place where we met for 
dinner. It was a dreary, brownish hotel in 
the east twenties, not a block from Fifth 
Avenue. I had passed it maybe a few 
thousand times and never thought it might 
harbor anything but the same kind of 
electric fixture buyers and agents for small 
Japanese vase factories who snored, padded 
their swindle-sheets, and rinsed out their 
socks in the other hotels of that neighbor- 
hood. 

Once through the frosted-glass doors, 
though, I realized how wrong I was. I had 
passed from the noisy, gritty, New York 
of today to the still, Spotless Town of 
1900. A thick-piled carpet muffled my foot- 
steps. The lighting was subdued: in fact 
the brightest highlights in the lobby came 
from the glistening brass spittoons at the 
base of every dark oak column. 

An ancient flunkey shuffled forward. 
“Mr. Heseltine’s guest, sir?” When I 
nodded, he took my coat and led me 
through a fern-lined corridor, pointing out 
a cream enamelled door. Behind it I heard 
laughter: Heseltine’s silly-ass giggle, and 
a girl's low, voluptuous chuckle. 

Heseltine insisted upon the best of 
everything, but I was not prepared for his 
girl friend. The word “stunning” is slightly 
out of fashion nowadays, but it is the only 
one for Dolly. | was stunned when I saw 
her. Of course, his ideas being what they 
were, she was not all legs, bones, and 
bosom in the style popular today. She was 


friends, 








SERVICE MANUALS 
TUNING REPAIR MAINTENANCE 
These Service Manuals are printed in Australia with full 
cooperation of the manufacturers and cover thoroly: 

* ENGINE * CLUTCH * GEARBOX * REAR AXLE 
* BRAKES * STEERING * SUSPENSION * BODY 
* FUEL SYSTEM * COOLING °* ELECTRICAL etc. 


For private owner or garage man here’s detailed know!l- 


edge for TUNING, MAINTENANCE or OVERHAUL. 


AUSTIN A 40 Devon. . . 1947-52 
$695 


A 40 Somerset . . . 1952-54 
Per manual 








FORD Consul & Zephyr 1951-56 
Anglia & Prefect 1953-56 
V-8 & Mercury 1932-48 
Custom & Customline 1949-54 
Customline o.h.v. 1955-56 
HILLMAN MINX . . 1936-55 
MG TD (with special tuning for TB, 
TC and TD engines) 
MORRIS Minor, Series MM & ohv 
Series II j 
RENAULT 750 and 760 1947-52 neh — aT 
VOLKSWAGEN to 1956 op maege 


(Factory manual for Australia) 


M G MAINTENANCE 


M.G. WORKSHOP MANUAL (1930 to TF) $8.50 
Overhau! & tune any MG from bumper to tail light. 
TUNING & MAINTENANCE OF MG’s to TF 1500. $4.00 


Top British tuner gives details & pointers 


(Each printed line 
under the car 
heading represents 
ae manual. One 
manual covers sev- 





MG TF SHOP MANUAL $7.50 
MG ‘A’ SHOP MANUAL $9.50 
MG MAGNETTE (ZA) SHOP MANUAL $7.50 
TUNING & MAINTENANCE OF THE MG A $5.00 


This book by Philip Smith (author of Tuning & Mainte- 
nance of MG's) is devoted entirely to the MG A & ZA 
Magnette. Here are the kind of tuning & maintenance 
tips not to be found in factory shop manuals. 


OTHER SHOP MANUALS 


AUSTIN HEALEY 100 (to 1956) 
CROSLEY (ail Modeis) 

MORRIS MINOR Series MM & 11 
$.U. CARBS & FUEL PUMPS... (Factory manual) $3. 50 


Factory manual delivery subject to stocks available. 


RALLY EQUIPMENT 
AEE AVERAGE SPEED 
VION CALCULATOR 


{ { mecomen \\ 3} \s Nearly the last word for Rally 
OA Bie bits computing . . Average Speed, 
Time or Distance (whichever is 
unknown) is read directly on a 51/2"’ 
engraved machine-divided celluloid 
dial Price $4.50 
NO mathematical knowledge needed! 
Leaflet on other calculators on request 











RALLIES TRIALS & GYMKHANAS $6.00 
For Beginner . . . complete coverage that leaves no 
stone unturned . . . no question unanswered 

For Expert . . . polishes rough edges for SMOOTH 
finishes. ONLY complete book on the subject. 


PLASTIC CAR KITS 











PE ao og 


OU 
MERIT kits are complete in every detail of the 
representative cars. All parts & cement are supplied. 
NO TOOLS ARE NEEDED. Scale is 1/32 and finished 
model is about 61/2” long. They are beauties 
Cars are from left to right as pictured 

® GP CONNAUGHT © GP MERCEDES ® LOTUS Mk 11 
©® GP MASERATI @® D JAGUAR © GP FERRARI @ 
ASTON MARTIN DB-3S * COOPER Mk 9 * GP VANWALL 
So far only the D Jag, W 196 Mercedes & DB-3S are in 
stock but all are scheduled to arrive by 1 November. 
Because most of you will want all or nearly all of the 
models & because we can do the paper work for one 
order cheaper than for nine WE OFFER: 
all 9 kits for $16.00 or any 6 for $11.00 
This offer is made on one condition: — that you don’t 
needle us with correspondence regarding delivery delays. 
The manufacturer will do his best . . . so will we! 
If you don‘t want the combination offer you may 

order the kits individually at $2.00 each 
but the same dope goes. . . WE’ my SHIP ON ARRIVAL. 


SAFETY mig 
BELTS tan 


For racing U.S. Air ifs Teaiy new 100% 

Nylon, 3'* wide of the lIctest beefed-up metal bar 

reinforced type and the really quick release type 

Not too pretty but safest of all. Very hard to get 

Army type Belt 

With swivel fittings ready to install 
(Dealer Inquiries Invited) 








In California PLEASE add 4% tax on ali orders. 


AUTOBOQKS eau tr caurcena 
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@ Very quick stopping 

®@ Respond to lightest braking 
pressure 

® Long life 

® Made in Italy 


103 Grand Prix winners relied on 
FREN-DO for resistance to fade under 
the most gruelling conditions. 


See how much more safety FREN-DO 
can add to your sports car. 


Ask your dealer or mail your old shoes 
for re-lining. Any make; any model. 


COLUMBIA MOTOR CORP. 


419 East 110th St., New York 29,N. Y 





JOE MOSS CUSTOM 


ACCESSORIES 


WINDWINGS 


w le. 
MG TC-TD-TF Windwings .... 15.95 
MGA Windwings 

TR 2 & 3 Windwings 

Ash Tray Combination 


SEND FOR FREE CATALOG 


JOE MOSS 


6523 B Firebrand St., Los Angeles 45, Calif. 








Specialists in Service for 
Jaguar - MG & Austin-Healey 
Now Specializing in 
LANCIA 


OSSIE & REG 


2800 So. Crenshaw, Los Angeles 
RE. 2-0470 











THE THIESSEN TOOL CO. 
FOREIGN & DOMESTIC 
Mechanics & Machinists Tools 
Metric & Whitworth 
Taps & dies, micrometers, etc. 
2908 22nd STREET 
SAN FRANCISCO 10, CALIF. 
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in the style beloved in the ‘eighties: round, 
full-bosomed, with curves where they 
should be, and straight lines—well, there 
shouldn’t be any straight lines, and there 
weren't. 

She was wearing a lush, full-skirted, 
topless evening gown, that revealed pow- 
dered, dimpled shoulders, and snowy white 
arms. Her hair, luxuriant and coppery, 
was caught in a fetching, womanly bun at 
the nape of her neck. Her eyes were brown, 
sparkling, and so skilfully shadowed that 
at first I thought it was natural. 

I don’t remember much of the dinner 
except that we drank a good deal of cham- 
pagne. The box at the opera was intimate 
and exciting; at the entr’acte a waiter from 
Sherry’s appeared with a refreshing cham- 
pagne cup that had a lot of fruit in it. 
Occasionally I got a breath of Dolly's 
patchouli-laden perfume, and at one en- 
chanted moment she put her hand on my 
sleeve and asked to borrow the opera 
glasses. 

Afterward Perkins picked us up in an 
exquisite steel-grey Daimler limousine and 
drove us back to Heseltine’s, where 
Tompion had set out the traditional after- 
theatre supper; a light meal built around 
oysters and more champagne. I noticed 
that Heseltine was looking rather flushed, 
but Dolly was chattering merrily; about 
strawberries, as I remember. 

A few moments later I noticed that 
Heseltine was looking pale. Dolly had ex- 
hausted the subject of strawberries, and 
passed on to horses. “Have you seen the 
carriages?” she asked. “They're very 
elegant.” 

I turned to query Heseltine about them, 
and was just in time to see him take an- 
other sip of champagne, sneeze once, and 
pass out on the table, his head resting in 
a delicately painted Havilland dessert 
plate. 

Dolly looked at me and I at her, and we 
laughed. As I stretched out my hand she 
drew away, and with a frou-frou of petti- 
coats, whisked through a door in the 
panelled wall. Behind it was a dark, 
sparsely carpeted passage, lit only by the 
green glow of a gas mantle. She had disap- 
peared, but I heard her going up some 
steps. 

Two floors up she opened a white door, 
and we were in a quaint, feminine bed- 
room. A shaded lamp next to the bed gave 
the only light. Here she finally turned, 
smiled, and held out her arms to me. Her 
kiss was soft, full, and insistent. 

She broke away, unhooked the back of 
her dress, disappeared momentarily in its 
folds as she swept it over her head and let 
it flutter lightly over a screen. Another deft 
motion and the strategic hairpin loosed 
the luxuriant mass of her hair. She turned 
her back to me. “You may unlace me— 
please.” 

I undid the silk ribbon, freeing untold 
riches from the embrace of—according to 
the tiny label—The Tampico Patent Cor- 
set. “Now,” she said, blowing out the 
lamp. 
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As the morning sun glowed behind the 
damask drapery, I stirred. Her calm, slow 
breathing quickened, and she opened her 
eyes to smile at me. 

“You are superb,” I whispered. 

Again that low, throaty chuckle. She 
kissed me gently, and I collected my rented 
evening clothes and prepared to steal out 
of the Heseltine mansion—and out of the 
life of Bradlaugh Heseltine—forever. 

Tompion was waiting for me at the 
foot of the grand staircase. “Don’t go, sir,” 
he said. “Mr. Heseltine is in the break- 
fast room.” 

“Thank you, Tompion, but I think 
I'd better.” 

“Mr. Heseltine will be most disap- 
pointed, sir. He ordered breakfast for two.” 

“Yes, I dare say he did.” 

But Tompion was skilful, and without 
my being aware of it, had guided me to 
the breakfast room. Heseltine sat over a 
steaming cup of his family’s traditional 
blend of coffee. 

“Good morning,” I managed to say. 
“Feeling better?” 

“Oh, fine,” he replied, pouring me a 
cup. “And you?” 

“Great.” I sat down. 

“Extraordinary, isn’t she?” asked Hesel- 
line sweetly. 

A dollop of the Heseltine family brew 
hit the tablecloth. 

“How—how do you mean?” 

“Well, after all—you don’t see a creature 
as beautiful as that every day in the week, 
do you?” 

“You certainly don’t,” I replied fer- 
vently. Another heartwarming sip of coffee 
rélaxed me. 

“She’s said to have been an exquisite 
child. I suppose she was. Of course, I nevei 
saw her as a child.” 

“No, of course not,” I agreed. 

“It was long before my time, I’m afraid.” 

I felt strong enought to kid him. “It’s 
maintenance that does it.” 

“You understand!” he cried trium 
phantly, the maniacal light in his eyes. “It 
was maintenance! And what painstaking, 
arduous maintenance! But we've done it!” 

I began to get the creeps. “Done what?” 
I asked. 

“Succeeded! Succeeded in stopping 
time!,” he whispered. “My family’s been 
maintaining Dolly since 1889. She’s—she’s 
sixty-eight this year!” 

I got the hell out of there, but took a 
jumbo case of the heebie-jeebies with me. 

The bow-tied Connecticut patent lawyer 
who was on the receiving end of a bargain 
Stutz couldn’t believe his good fortune. 

“Rest assured,” he said, “I'll maintain 
this Stutz as beautifully as you have.” 

“Don’t do that,” I begged him. “Above 
all, don’t do that. Let nature take its 
course!” 

“Y-yes . . . sure, you bet,” he answered 
hurriedly, jumping into the Stutz and 
starting her up. What a beautiful exhaust 
note she had. A low, throaty, chuckle. 
Glad to be alive. 

I suddenly remembered what it re- 
minded me of, and broke out in goose 
pimples. By the time my scalp considered 
it safe to return to my head, the lawyer, 
the Stutz, and the vintage passion were 
out of my life forever. 
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| THE NEW XK-150 GRAN TURISMO HARDTOP COUPE A 


Continuing in a great tradition, Jaguar competition cars recently have achieved the most dramatic 
victories in the entire history of racing. These tests of endurance are the proving grounds for 
Jaguar dependability and safety, now combined with classic styling and incomparable elegance 
in the Jaguar XK-150 sports touring car. 


This Jaguar ensures you the maximum safety of four-wheel disc brakes, the first production 
line car in the world to be so equipped. It may now be seen at Jaguar dealers, Available with 
automatic or manual shift. Jaguar Cars North American 
Corporation, 32 East 57th Street, New York 22, N. Y. 
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